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A Permanent Exhibit 
at Atlantic City 


Steel Twin Tie Track is now a permanent 
exhibit on Virginia Ave., Atlantic City, 
N. J. The photograph shows the installa- 
tion in progress as seen from the Boardwalk 
during the past week. 


Electric railway officials visiting the “Play- 
ground of the World”’ during the summer 
months will find it convenient to inspect 
and ride on*this installation. ‘To others, 
whose plans will not take them there, we 
will be pleased to mail our complete folder 
on “Steel Iwin Tie Construction” and list 
of installations in your neighborhood. 


Steel Twin Tie installation 
Virginia Avenue, 
Atlantic City. 


The International Steel Tie Co. 
Cleveland, Ohio. 


Steel Twin Tie Track 


Renewable Track — Permanent F oundation 
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\ Through Bolts 


Bearings 


Westinghouse Renewal Housings, which embody ee 
the characteristics found in the housings of modern — 
Westinghouse Railway Motors, have been developed for 
many of the older types of Motors. 


- the following points: 


Through Bele Poste Bearing Fit 
Material which may be easily repaired. ene 


2 


Cast - Steel Housings are the best. Malleable Tron a . 


has very good wearing qualities. 


Both standard and over-size housings - can be 
furnished. Standard size for unworn frame fits. Over- pret 
size for worn frame fits which must be bored (Oe 


Westinghouse Electric @® Manufacturing Company 

East Pittsburgh ‘ - Pennsylvania — 
Sales Offices in All Principal ‘Cities of the 

United States and Foreign Countries. 
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‘fou Cannot Get Something 
for Nothing 


IKE the impossible theory of perpetual motion, the 
| idea of “getting something for nothing” still 
versists. The delusion is fondly cherished by some 
vailway men that the company can have certain odd 
obs done in its shops “without costing anything.” 

It cannot be done. No matter how simple the job, 

t will cost something. Maybe it is only the building of 
1 filing cabinet or the refinishing of the office furniture. 
Nevertheless the time of the shopmen and the material 
ased in the work have a definite money value. Of 
vourse these items can be charged off to some other 
secount, and the odd job can thus be made to appear 
0 have cost nothing. Such procedure, however, is 
nerely a subterfuge and in the final analysis an actual 
-xpenditure has been made. 
Very often small construction or repair jobs can be 
‘lone more cheaply in the railway shop than they could 
ve done outside. But that is a very different matter 
from having them done “for nothing.” If careful study 
of costs shows that money can be saved by doing cer- 
sain work in the shop, well and good. This is not 
always the case by any means, and it is a mistake 
to think that a home-made product is invariably a 
sound economy. 


Keeping Car Lines Clear 
During Track Reconstruction 


DEBUILDING or extensive repair of city railway 
tracks ordinarily requires the transport of large 
quantities of material. The old rails, ties, ballast and 
paving must be removed and new materials must be 
hauled in to replace them. The time-honored custom 
thas been to carry all this material in railway cars. 

Unless special equipment is used which is designed for 
the purpose and can operate at an average speed as high 
as that of the passenger cars, there is always danger 
that movements of this sort may cause delay to the 
company’s schedules on routes over which the work 
cars must pass. Heavy equipment, such as steam or 
electric shovels and concrete mixers can, however, be 
moved over the rails at night without the same chance 
of delay. Once on the job, it remains there until the 
work is completed. 

‘The practice adopted by the Pittsburgh Railways in 
its recent track reconstruction work is to haul all loose 
materials by motor truck, as described in an article in 
this issue. By this means it is possible to keep the 
tracks clear, so that there is no possibility of interfer- 
ence with schedules. Furthermore, it may be practi- 
cable to select routes that are more direct than the 
street car routes can possibly be, as the latter are laid 
out solely for passenger service. In some cases supplies 
can be obtained from sources not on the rail lines, and 
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excavated material can be disposed of in places likewise 
inaccessible. 

As to the relative cost of work cars or motor trucks, 
much depends on the conditions surrounding each piece 
of work. Even in a single city there may be wide 
differences in the various districts. The use of motor 
trucks for haulage of track materials does have pos- 
sibilities. It is well worth investigating in any par- 
ticular case. 


Putting Truck Repairs 
on a Manufacturing Basis 


SUALLY the method of making truck repairs in 

electric railway shops is to withdraw cars from 
service after the morning peak, do the overhauling dur- 
ing the day and then return the cars to service for the 
evening rush period. In most cases the car bodies are 
jacked up or lifted from the trucks and remain on sup- 
ports while the truck overhauling is being done. Where 
general overhauling of other equipment, painting of 
car bodies, etc., are carried out at the same time as 
truck overhauling, some railways place dummy trucks 
under the car bodies so that they can be shifted from 
one department to another, the original trucks after 
overhauling being again installed when the car is ready 
for service. 

The methods used by the New York Rapid Transit 
Corporation, which are described elsewhere in this issue, 
differ quite radically from the usual procedure, in that 
trucks are changed from one car body to another and 
those released from cars in the shop for general over- 
hauling are used as spares for emergency repairs and 
general truck overhauling. This method makes it pos- 
sible for truck work to be carried on continuously 
without regard to the time that cars are released from 
service. Shop forces can be organized along the most 
effective lines and the work can be done in the most 
convenient manner. Cars with trucks requiring repairs 
are not withheld from service over extended periods, 
but can be brought into the shop, have their trucks 
removed and replaced by others, after which they can 
be returned to service without delay. 

This method is made possible in Brooklyn principally 
because the 800 subway motor cars operated have the 
same type of truck. The arrangement of truck equip- 
ment divides these into four classes, but this does not 
affect the general overhauling plan that is used. Prob- 
ably few railways have the opportunity to carry out 
truck repairs on such a large scale as is necessary in 
Brooklyn, but the method used there with such beneficial 
results emphasizes the value of standardization, or at 
least uniformity, of such equipment on an individual rail- 
way. Roads that have from 100 to 500 cars in operation 
with the same or similar types of trucks are fairly 


eee eee 
This is the issue in June that is devoted essentially to maintenance subjects 


958 


numerous. Such railways could use the plan of contin- 
uous truck overhauling to advantage. 

Truck maintenance is one of the big problems of car 
equipment departments. The truck frame supports the 
car body with its load, transmits the starting torque 
of the motors, and receives the braking forces. Its 
members are thus subjected to varying stresses large 
in amount, so that wear is rapid and repairs are needed 
more frequently than with other parts of car equipment. 
Any method that will permit of more thorough truck 
repairs and at the same time reduce their cost should 
prove of particular benefit. 


Entering the Coffin Competition Aids 
the Individual Company and the Industry 


RIEFS submitted by electric railways in competition 

for the 1925 Coffin Prize must be ready by Aug. 1, a 
half month earlier than last year. There is still ample 
time, but none too much, for preparation. The upward 
turn in the affairs of many companies, as well as their 
recent splendid accomplishments under differing con- 
ditions, should act as an incentive to their interest in 
this year’s competition. 

Aside from the laudable desire to capture the honor 
of this award, with the accompanying prestige, there 
are secondary incentives of almost equal potency. The 
inevitable results of the intimate study of its own 
equipment and methods which a company must make in 
preparing its presentation are in themselves worth the 
effort... As item after item is compared with standard 
practice to determine its fitness for inclusion, the rail- 
way management becomes more and more conversant 
with its local problems. There is a further appeal in 
this competition through the desire to contribute to 
the standing of the industry in the opinion of the public. 
The award is given wide publicity; it is a matter of 
general news interest. By entering the competition and 
having their accomplishments advertised to the public 
progressive railways add materially to the prestige 
of the industry. 


Educational Work 
Must Be Continued After Graduation 


UNE is the month of school and college commence- 

ments. They are properly: so called because they 
mark the threshold of a new phase of life for each 
graduate. He has done well in finishing the course 
of study in which he was engaged. He has learned 
certain principles. But if he enters industry he will 
find that from the producing standpoint the most im- 
portant things are still to be learned. In fact, learning 
them is a continuous process; they are never completely 
learned. 

Many of the 1925 graduates will choose electric rail- 
way work for their careers. What is the electric railway 
going to do to help them learn the transportation 
business? What is it doing for their predecessors? 
The answer depends upon the characteristics of the 
property with which they cast their lots. An increasing 
number of railways are coming to realize the desira- 
bility of furnishing educational opportunities to their 
employees. It is a paying proposition. 

While a spirit of paternalism on the part of an em- 
ployer is to be avoided, it is possible to conduct educa- 
tional and other activities without it, if they are frankly 
intended to render employees more e‘ficient. This ap- 
plies even to cultural studies that have no direct bearing 
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on the work in hand. It is truer today, perhaps, than 
ever before that “man shall not live by bread alone.” 
Any study, whether vocational or cultural, will produce 
a more intelligent employee. Is yours one of the prop- 
erties where ambitious employees are encouraged and 
assisted to become more effective through study? 


Boston’s Case for Arbitration 

of Arbitration Procedure 
VERY ONE is interested in the amount he pays 
for fare, but the public of Greater Boston has a 
peculiarly close interest in the matter. 
makes up the difference between the income of the 
Boston Elevated Railway and its outgo by any assess- 


ment which it stands itself. The company wants to pay — 
wages that reflect full recognition for the work which ~ 


the men do, but it does not want to pay more than that. 
The situation is peculiar. Each time the company 


has been able to look ahead toward operating at a profit — 


a wage award has come along and offset much of 
the good work done by the management. 


sad for the company and sad for the public. 


Only a year ago the railway was required to increase — 
The men had © 


the wages of its men 24 cents an hour. 
asked 20 cents more. Back.wages to the amount of 
$175,000 had to be made up. 


and 804 cents for one-man. 


up from 5 cents to 6 cents. 

got an increase of 15 per cent. 
The company now has no way to turn. 

exhausted the limits to which operating economies can 


be carried. Due to his excellent work, General Manager — 


Dana expects to come out even for the fiscal year ending 
this month. Excess of receipts over cost of service for 


four months ended April 30 was $730,425, against — 
$237,188 in the same period of 1924. This is a remark- — 


able showing. It means little to the public, however, if 
the men are to be allowed to’undo the good work by 
carrying off all the savings. 
to do again. 

The method of arbitration used in the past is one that 


the management inherited. Under conditions of private 
operation it was the generally accepted form, but with — 
the interest of the community in the outcome enhanced ~ 
materially the trustees say a form of arbitration more — 
nearly in keeping with the present requirements should © 
be perfected. All the company seeks is a representative — 


If need be, it. 


This they are attempting ~ 


It reflects in 
no way on the personnel of arbitration boards of the — 
past to say that arbitration has been a sad process— 


The scale then decided 
upon was 724 cents maximum for two-man car operators _ 
As a result it was neces- ~ 
sary on the so-called community lines to put the fares . 
The year before the men 


It has about 4 ; 


ae — 
Tt te 


Swe 


on the board who may be expected to reflect the attitude _ 


of the public more determinedly. 


continued, but that instead of these two selecting the 
third member the Governor) be designated to name the 
third man. 
authority to submit this very question to arbitration. 


As the trustees see it there is explicit 


The employees, on the other hand, contend that the — 


method followed in previous cases is unalterable. Mean- 


while each side is marshaling the facts regarded by it — 


as essential to the success of its case in the present 


impending arbitration. The great difference in point 


of view appears to be that the trustees are conscious 
other people’s money, — 
so called, while the men appear to be interested chiefly iy 


Wt 


F| 


of the need to guard carefully 


in converting this commodity to their own selfish end. 


It has suggested — 
that the plan of each side appointing an arbitrator be _ 
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Truck Overhauling 
Made a Continuous Performance 


Trucks Removed from Cars Are Replaced with Repaired Trucks 
Immediately so that Cars Are Not Withheld from Service for Truck 
Repairs—Spare Trucks for This Work Are Obtained from Cars in for 
Overhauling—Additional Facilities Provided for Truck Repair Work 


Installing an Armature from a Box Frame Motor in the Motor-Overhauling Section 
of the 36th Street Repair and Inspection Shop, Brooklyn 


~ \XPANSION of shop overhauling facilities of the 
New York Rapid Transit Corporation, which 
—4 operates the elevated and subway lines of the 
rooklyn-Manhattan Transit Corporation, was made 
ccessary by the large increase in the number of cars 
erated. For truck repair work an addition has been 
ult at the 36th Street repair and inspection shop 
Brooklyn and is now in operation. The previous 
uck overhauling facilities at the shop have also been 
modeled and combined so that a floor space of approxi- 
ately 165 ft. x 18 ft. is available for truck overhauling 
subway cars. The addition is of brick on a rein- 
reed-concrete foundation and with concrete floors. 
t one side of the building a floor space of approxi- 
ately 100 ft. x 18 ft. is used for washroom, toilet 
om, locker room and switchboard room. Approxi- 
ately half of this is new construction. 
The height of the new overhauling section is 30 ft. 
nis gives ample headroom for traveling cranes, two 
which serve the new overhauling section and travel 
e full length of the building. The remodeled over- 
ling section of the shop is also served by two 


overhead traveling cranes, but these run side by side 
instead of spanning the entire width as in the newly 
constructed portion. All cranes are of 15-ton capacity 
and were furnished by Alfred Box & Company, Inc., 
Philadelphia, Pa. 

There are two tracks in the new truck.-overhauling 
section. One runs approximately one-half the length 
of the extension, starting at a drop pit in the front 
end of the building used for the removal of trucks from 
cars. This track is used for trucks previous to and 
after they are overhauled and for wheels required for 
replacement. A second track 100 ft. long extending © 
into the front end of the building is used for supply | 
cars. By this means they can be unloaded or loaded 
with wheels directly by the overhead traveling cranes. 

For removing trucks from car bodies there is a 
Watson-Stillman 50-ton motor-driven pit jack operating | 
in conjunction with a special crane furnished by the 
Detroit Hoist & Machine Company. The new shop is 
adjacent to the old inspection shop. This has made it 
possible to use the track nearest the new overhauling 
section for the removal of trucks and they are trans- 
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At Left—Train in Position for Removal of Truck. Overhead Crane Is Supporting Car Body. At Right—L-Shaped Hooks | 
of an Overhead Crane that Support the Car Body During Truck Removal 


At Left—A Row of Truck-Overhauling Stands Occupies the Space at One Side of the New Addition. The Other Side Is Used for Wheels : 
and Trucks. At Right—Wheel Repair and Motor-Overhauling Section of the Shop és 
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At Left—Pit Jack with Table in Raised Position. 


At Right—Picking Up a Truck with Overhead Traveling Crane 


to Place It in Position for Overhauling 


ported from this point to the first parallel track in the 
new shop by means of the pit jack. 

The car bodies are held in a suspended position while 
the trucks are removed by a special hand-geared travel- 
ing crane. This crane has a span of 29 ft. extending 
over the truck removal track and is equipped with 
special trolleys and appliances for convenient operation. 
The crane proper is of typical single I-beam construc- 
tion, having a 24-in. beam for the main girder, with 
reinforced side girder. It is arranged with the cus- 
tomary hand chain for travel. Two special trolleys are 
mounted on this I-beam and two long suspended arms 
or leg members are fastened to these. Two pneumati- 
cally operated cylinders permit the special trolleys to 
move a definite distance.. The suspension members are 
arranged with hooks at their bottoms which can be 
inserted underneath the side sills of the car bodies. 

The mechanism for operating the trolleys consists 
of a 6-in. double-acting cylinder, equipped with neces- 
sary valves and fittings. Oil is used. on one side of 


At Left—Brake Rigging Is Dismantled, Repaired and Assembled at a Bench. 


the plunger to restrict and vary its speed of travel. 
Air is admitted to the cylinder through a valve mounted 
in the center of the crane. The valve is controlled from 
the floor by drop cords. The control of the oil is 
likewise governed by an adjustable valve operated from 
the floor. 


WORK OF OVERHAULING INFLUENCED BY TRAIN MAKE-UP 


Most of the subway cars of the New York Rapid Tran- 
sit Corporation are operated in groups of three. These 
are handled as units, being kept together and shopped 
at the same time. Whenever it is necessary to remove a 
particular truck the three cars are brought in on what 
is termed track No. 10. This is the one fitted with 
the special traveling crane. For convenience of the 
motorman in stopping the train accurately, so that a 
particular truck will come in a desired location, large 
numbers, 1, 2, 3, etc., are placed on sheet steel plates 
alongside the rail. Thus the motorman can adjust his 
train accurately for truck removal. With the truck in 


At Right—Riveting Gib Plates in 


Position on Truck Journal Boxes 
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Details of Pit Construction and of Motor-Driven Pit Jack. The Entire 
Jack Runs on a Track Located Transversely to the Running Rails, 
so that the Trucks Are Readily Taken Out 
” em in 
6 Extreme liff----= 
aos ——— = =— 4 


position, the car is iifted slightly by raising the entire 
end of the body with the 50-ton motor-driven pit jack 
so that the hooks may be inserted under the side sills. 
When the hooks are in place the truck is dropped and 
transported to the adjacent track in the new over- 
hauling section by the pit jack. The pit in which this 
operates is 15 ft. wide by about 8 ft. deep. The pit 
jack moves on a track. of two standard T-rails at 5-ft. 
gage. The distance from the tops of these rails to 
the tops of the running rails on which the cars operate 
is 7) ft. 6 in, 


Pit JACK Is OF NOVEL CONSTRUCTION 


A pit jack of new type has been designed to facilitate 
the removal of the car trucks. Raising and lowering 
are by means of a ram, provided with a positive stop 
to prevent pumping out. The rams are of machinery 
steel and are made with ample bearings in the cylinders 
and with sufficient diameter to carry the maximum load 
rigidly. The top of the jack is fitted with a table cast- 
ing, onto which the truck table fits. The truck table 
is designed to act as a bridge over the pit and is held 
in place at the top of the pit by four. positive locking 
bolts, one at each corner of the table. The four bolts 
are operated in unison from a single lever. 

The table itself is a solid unit provided with a steel 
casting into which the head of the jack fits. This cast- 
ing is reinforced to transmit the full pressure of the 
jack to the two table side members, to which it is 


Thirty. Sixth St.. 


37th St. 


Additional Truck Overhauling Facilities at the 36th Street Repair and Inspection Shops 
of the New Yerk Rapid Transit Corporation, Brooklyn, N. Y. 


rigidly secured. These side members are 18-in. 
I-beams. The rails on which the car trucks operate 
are attached to the top of the table. Four cast steel 
guides, one at each corner of the table, keep it in 
alignment while it is being raised or lowered. Four — 
steel castings, one at each corner of the table, fit into | 
these guides. Their machined surfaces take the side and 
end play of the table. The top portions of the guides . 
are designed to receive the table supports and to carry © 
the table with its live load when acting as a bridge. © 
These guides are supported by the concrete walls of 
the pit through imbedded steel members. Self-centering 
wheel stops hold the truck wheels in position while — 
the table is being lowered or raised. This stop mech- — 
anism can be moved toward or away from the rails by ; 
a lever. a 

A 73-hp. Westinghouse motor operates the hydraulic 
pump and also drives the pit jack transversely. While 
the jack is being moved transversely the pump is by- 
passed. The hydraulic pump is of the two-plunger type, 
with plungers packed by easily removable adjustable 
glands. All gears and chain drives are protected with 
sheet metal covers. A tank is provided for holding the 
light machine oil which_is used in this jack. All ver- 
tical and transverse motions of the jack are controlled — 
by a valve mounted upon the jack platform and the . 
operator rides with the jack. The valve arrangement 
is such that the shop air supply may be by-passed for 
ease in starting and also to allow the pump to remain 
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idle while the jack is traversing. A safety valve elimi- 
nates the possibility of an overload and also prevents 
over-pressure in air lines. 

A connection is also made to the shop air line and 
air is admitted to the top of the reservoir tank for 
forcing the oil through the valves into the hydraulic 
cylinder. Out of the total lift of the jack, which is 
24 in., 18 in. is from the low position to the top of 
the rail. A further 6-in. movement above this point 
permits compression of the car springs and lifts the 
truck and car body for placing in position the suspen- 
sion members of the overhead crane. The electrical 
connection from the pit to the crane is made through 
a third rail with contact shoe. The speed across the 
pit is about 40 ft. per minute and the lifting speed is 
4 ft. per minute. Accompanying illustrations show 
the construction of this equipment. 


hauling stands, of which fourteen are used for emer- 
gency repairs, while six crews work on _ general 
overhauling. General overhauling of trucks is also 
carried out at the 39th Street shop, where all the gen- 
eral overhauling of the car bodies is also done. At 
present the six trucks for a three-car unit are over- 
hauled at 36th Street each week. It is the practice to 
do this work a week preceding the date that the cars 
are scheduled to go into 39th Street for their general 
overhauling. Nine men do this general overhauling 
work. One pulls down and assembles the truck on a 
piece-work basis. Two men fit up and assemble brake 
rigging at the bench. With this method shoe heads are 
assembled and attached to hangers, so that they can be 
hung into place on the truck frame with the least pos- 
sible additional labor. Two other men form a riveting 
crew and one man with the acetylene torch burns off 


A Large Shop Air Compressor Furnishes Compressed Air for Various Pneumatic Tools 
and for Cleaning During Overhauling 


The new section of the shop is used only for over- 
hauling trucks of subway cars, and the overhauling 
work consists of two classes. First; there is what 
is termed general overhauling, which takes place every 
eighteen months. At this time the trucks are taken 
apart and all equipment is removed. All parts are 
investigated carefully and everything is renewed or 
‘repaired that could not stay out safely for a further 
period of two years. Any weaknesses which have been 
found are taken care of by reinforcing. The second 
class of truck repairs is for crippled cars, where it is 
necessary to hold these out of service for truck work. 


From one of the accompanying illustrations it will © 


be seen that for overhauling the truck is placed on a 
special type of stand which elevates the truck approxi- 
‘mately 12 in. from the floor level. The top members of 
the stands on which the truck wheels rest are made 
of standard T-rail. Details of construction of these 
truck stands were described in the ELECTRIC RAILWAY 
JOURNAL for May 19, 1923, page 853. The new section 
of the 36th Street shop is provided with twenty over- 


rivets and nuts which have become rusted and does 
additional welding work. One man, a machinist, drills 
the pedestals for liners and drills other holes neces- 
sary for reinforcing parts. One man on journal boxes 
removes old pedestal liners and puts on new ones. 
Another man cleans out and packs journal boxes. He 
serves as an additional helper for other work. 

Four other men do motor overhauling, both for sub- 
way and elevated cars, in a section devoted particularly 
to this work. Truck repair crews for emergency re- 
pairing consist of two men. Motor repairs are taken 
care of separately. 

With this method of overhauling, cars are not with- 
held from service while the repairs are being made, but 
the car is brought over the drop pit, the truck requir- 
ing repairs is removed and another truck is placed 
underneath: the car immediately, so that it can be 
returned to service. Thus between general overhaulings 
no attempt is made to keep the trucks with the car 


‘bodies under which they left the shop at general over- 


hauling. When the cars and trucks are due again for 


Numbers at Base of Rail Assist Motorman in Locating 
the Trucks Accurately Over Drop Pit 


their general overhauling, however, the trucks are sent 
into the shop under the same car bodies that they 
left with. 

In considering this method of carrying out truck 
overhauling, one at first might consider that a large 
number of spare trucks would be necessary. On the 
contrary, as the plan is carried out by the New York 
Rapid Transit Corporation no additional spare trucks 
have been found necessary. The reason for this is that 
trucks from cars which are in for general overhauling 
and re-enameling are used to carry out all truck over- 
hauling work. As soon as a train is placed in the 39th 
Street shop for general overhauling car bodies are 
raised and placed on supports. This arrangement 
releases an ample number of trucks to take care of 
both emergency truck repairs and general overhauling. 

The trucks for the subway motor cars are all of one 
type, but are of four different kinds, due to the arrange- 
ment of equipment. Thus, under the same car, trucks 
for No. 1 end will differ from those at No. 2 end. The 


A Truck Undergoing General Overhauling. An Acetylene Outfit Is Used for Cutting Off Rivets and Bolts 
and a Rivet Torch Provides for Heating Fresh Rivets 


ELECTRIC RAILWAY JOURNAL 


Vol. 65,-No. 25 


leads from the shoe beams are brought to a connecting 
cable at a different side of No. 1 truck from that neces- 
sary with the No. 2 truck and fhe latter is also fitted 
with the empty and load braking device. Another 
factor also affects the interchangeability of trucks. 
This is the use of emergency trips on cars of this rail- 
way. It is the practice to install the electric trip 
mechanism only on the end trucks of three-car units. 


eee 


There will thus be trucks with and without the electrie | 


trip mechanism. This, together with the difference 
in trucks for No. 1 and No. 2 ends of cars, makes the 
four kinds of motor trucks necessary. 
company also operates trailers in some train make-ups 
and the trailer trucks are different from motor trucks. 


In addition, the | 


Altogether, there are five kinds of trucks to be over- 


hauled for subway cars. 


ACCURATE RECORDS SAVE TIME 


A carefully worked out record system is used to 
make certain that the correct kind of truck’‘is always 


available for replacement whenever a car is ordered in, © 
either for emergency repairs or for general overhaul- 


ing. For convenience in the record work and also in 
the truck overhauling work a chart has been made up 
showing the arrangement of cars in the different units. 
This is framed and hung in a convenient place in the 
shop office. 
one of the accompanying tables it will be seen that the 
type B units consist of three motor cars; BX units 
are made up with two motor cars and a trailer between; 
BT units consist of two motor cars, and type A units 
are single motor cars. With this arrangement any 
number of cars can be made up into a train without 
disturbing the arrangement of units. 

An accompanying diagram also shows the arrange- 
ment of cars in a B unit. Reading from left to right 


in this diagram, it will be seen that the trucks are No. 


2 with trips, No. 1 without trips, No. 1 without trips, 


By referring to portions reproduced in | 
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ARRANGEMENT OF UNITS—SUBWAY CARS 


Type B 

2000-01-02 2162-63-64 2324-25-26 2588-89-90 

2003-04-05 2165-66-67 2327-28-29 2591-92-93 

2006-07-08 2168-69-70 2330-31-32 2594-95-96 

2009-10-11 2171-72-73 2333-34-35 2597-98-99 

2012-13-14 2174-75-76 2336-37-38 2750-51-52 

2015-16-17 2177-78-79 2339-40-41 2753-54-55 
Type BT 

2816-17 2492-93 2496-97 

2490-91 2494-95 2498-99 
Type BX 


2400-4000-2401 
2402-4001-2403 
2404-4002-2405 
2406-4003-2407 


2438-4019-2439 
2440-4020-2441 
2442-4021-2443 
2444-4022-2445 


2476-4038-2477 
2478-4039-2479 
2480-4040-2481 
2482-4041-2483 


Type A 
2399 2624 2650 2676 2702 2728 
2500 2625 2651 2677 2703 2729 
2600 2626 2652 2678 2704 2730 
2601 2627 2653 » 2679 2705 2731 
2602 2628 2654 2680 2706 2732 
2603 2629 2655 2681 2707 2783 


No. 2 without trips, No. 1 without trips and No. 2 
with trips. Thus, as No. 2 trucks are the only ones 
provided with trip cocks, such a three-car unit has 
but three kinds of trucks. 

A crew which does general overhauling averages one 
truck per day. Both trucks under the same car will 
thus be overhauled in an interval of two days, and the 
entire three-car unit will be completed in a week. In 
order to take care of this work without withholding 
the trains from service, three spare trucks are used, 
and on Monday morning a No. 2 truck with trips, a 
No. 2 truck without trips and a No. 1 truck without 
trips are ready for replacing like trucks which are to be 
overhauled. 

Early Monday morning the three-car unit is brought 
into the shop and the No. 2 truck with trips and No. 
1 truck without trips are removed and replaced on car 


No. 2 ENp No. 1 ENpb No. 1 ENp 


Lowering a Truck by Means of the Pit Jack 


Disconnecting of leads, brake rigging, etc., prepara- 
tory to the removal of the truck is done by crews in 
the inspection shop on the track adjacent to that used 
for dropping out the trucks. When a train is placed 
in position for disconnecting preparatory to removal 
of the truck a whistle is blown as a signal and one 
of the regular inspection crews then does this work. 

With the arrangement and schedule now being car- 


No. 2 END No. 1 END. No. 2 ENp 


CARONO. Te yanee CAR No. 2 CAR NO. 3. Wis 


WITH WiItHout Witnourt WitHouT 


Trips 


Trips 


TRIPS 


Arrangement of Units in Three-Car Trains. 


No. 1. These trucks are overhauled and ready for use 
again Wednesday morning when the unit is again 
brought in. Then the No. 1 truck without trips and 
No. 2 truck without trips from the center car No. 2 
are removed and replaced. On Friday morning the 
third car of the unit has its trucks removed, which 
consist of No. 1 truck without trips and No. 2 truck 
with trips. These are then overhauled, so that the 
same combination of trucks is again ready the follow- 
ing Monday for use in overhauling a new unit. 

Two card record systems are used to keep track of 
the trucks and to give immediate information as to the 
location of any particular truck. One of these is 
arranged by car numbers and the other by truck num- 
bers. The car cards show the trucks in and out, 
together with dates. The truck cards give the car 
numbers in which the trucks are installed or removed, 
‘together with date. The drop table crew keeps in a 
book a record of trucks as they are removed and in- 
stalled. There are two sets of books, so that one set 
may be worked on in the office, while the other is used 
by the transfer table crew. These books are arranged 
with columns to show the number of the truck, the 
car from which it is removed and time of removal, the 
number of the truck which is replaced and the time 
that it goes under the car. 


Tripvs TRIPS 


Tries 


Only Three Types of Trucks Are Needed 


ried out, an average of twelve trucks per day are 
taken care of for emergency repairs. The average 
time from the placement of a car over the drop pit 
until a new truck is in position so that the train can 
be taken away is twelve minutes. The transfer table 
crews gage and adjust side bearings before the car goes 


“NEW YORK RAPID TRANSIT CORPORATION 


MECHANICAL DEPARTMENT 
CARS TO BE REPAIRED 
REPORTED BY....c24 £1,.. INSPN. 


_tine 2 EM 


Car No. 


SHOP FOR REPAIRS AT............. .REPR. SHOP 


og bate S/ISI ZS ss oe 


Date O.K. 


S/ 16 


Defect or Repairs Required 


Fete see Di Ca 
ital Molec. 


2024 


alsa 


Foreman. 


Form MD-15-C Is Used for Reporting Trucks Which 
Require Repairs 


\ we 
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to the inspection pit for reconnecting leads and brake 
rigging. The shop crews work from 7 a.m. to 4:30 p.m. 
each day and the transfer table crew from 8 a.m. to 
5:30 p.m. 

The ordering in of cars and the time at which they 
are to be placed for overhauling is under the direct 
supervision of the general repair shop foreman. 
pled cars are turned over by the inspection shop forces 
by filling out form MD 15 C, which shows cars to be 
repaired. An accompanying illustration shows one of 
these forms. In making out this form the foreman 
marked it OS yes, or OS no, showing that the car is 
out of service and cannot be operated until repairs are 


Cars held_in at 5:00 


_ #2 motor flasping 
> #@ motor flashing 
SOA #2 motor,-Fa 1-2 pr. 


£135 worn journsi tox liners #2 end 

2159 SPA #2 end 

£18¢ racked wheel #3 pr. 

2721 SFR #2 end 

2737 #1 end, SFw& 42 end, 23 _-r. cracked sneel 
2860 vrd. BH. SCa, mtr. leads 


*Not OK 7:00 A.M. June 12. Last car up at 11:55P.u 


Summary Elev. Subs. Armatures on hand 
FW re) 0 

Ams. i 
iiecell. € 


3 


Cars handled in the Overhauling Shop June ti, 1924. 
929 Tine oniclip Un olevs gEnien a 
929- #2 motor flashing “""¥330 Pa «S:l€ PM © 11:13PM 
i0E8-SCA #2 motor, Fii 1-2 pr. 1:30 PM 5:49 PM 11:30PM 
205£-Morn spring plank hangers & For AM 328 Pu 2:51PM 
worn shoe head hangers #2 end 
2097-Motor lead burned off on top of shell 
#1 motor 
21% -Worn journal box liners #2 end, 7-8 box For ay 
Z1E9_SFW #2 end For AM 
2i7LJBL #1 end For AM 
2189_Cracked wheel #3pr. 23:25PM 
2207-JBL 1-2 ends For AM 
2325-Broken Axle brgs. #i gear For AM 
2326-Broken axle brg. #1 gear For AM 
2471-Flat wheels 1-2-3-4 pr. 7:00AM 
2570-Flat wheels 1-2-3-4 pr. 7:Q0AR 
&715-Hot axle brgs. #1 motor 7:00Ax 
2721-SFW #2 end For AM 
2737-#1 end, SFW, #2 end. #3 pr. 21:50AM 
cracked wheel. 
2860-Grd. Brushholder, SCA, Mtr, 
burned off #2 motor 


5:15 PN :32PM 


AH OO OA Oh 1M) Wd Hb 


ccident - None 


At Left—Report of Cars Held in at 5 P.M. and Cars Handled in the Overhauling Shop. At Right—Form Used for 
Ordering Cars in for Truck Overhauling 


made, or that it may continue to remain in service until 
the repair shop is ready to order it in for repairs. 

Two types of reports are made out from the form 
MD 15C. One of these consists of a report of cars 
held in at 5 p.m. and gives the car number and the 
reason for holding in. At the bottom of this same 
report is a record of cars handled in the overhauling 
shop during that day. This report gives the car num- 
ber, the defects for which repairs were made, the time 
that the slip was turned in, the time that the car was 
placed over the drop pit and the time that the car was 
approved and ready for service. The second form is 
one which is delivered to the division superintendent 
each morning for ordering in the cars that are to be 
repaired during the day. It will be appreciated that 
in making out these reports a careful check must be 
made of the trucks which are available for replacement 
and also of the time that trucks will be finished and 
can be used for replacing the same kind of truck under 
other ears. Otherwise there might be a delay in waiting 
for one of the proper trucks to be finished. 


Crip- 
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Fire and Watchman’s Signal System 
in Torrance Shops 


ROMPT assistance can be given to the night watch-| 
i man in case of emergency by means of a complete 
automatic fire alarm and watchman signal system re- 
cently installed in the Torrance shops of the Pacific 
Electric Railway, Los Angeles, Cal. It also provides. 
better fire protection: . 

This system consists of-a relay panel switchboard, 
fire and watch recording units, master clock, call bells, 
motor-generator set, batteries, etc., in the power house 
and 42 fire and watchman boxes located throughout the 


Séth Street Repair Shop 


- V. Talbot, 
Div. Supt. 


The following cars to be ordered in at 9.00 o'clock 
tormorrow morning Sept. 4th, without fail: 


2156 
2157 
2804 
2279 
ZeSi 
2697 
2896 
2695 
2190 
2888 


Loose rivets on pedestal liners 42 end, #5-6 coxes 
_ -! 4 3 nu #2 end, #7-€ boxes 

bkn, ell.sprg. #1. end, 

relocate shoe Lesd cuide #2 end, #7 wheel. 

t - sprg. #2 end. 

FW. #1 end. 

-F.W. 21 end. 

-F.W. #1.& 2 ends. 


Peis. #1 end. = 
orn jnl. box, 72 end, #7 box 


$s 
s 
s 
s 
* 


Cars reported to Repair shop for defects but not to be ordered in and 
to be continued in service; 


2349 
2523 
2776 
2778 
2777 
2229 
2002 


relocate shoe head guide #1 end #3 wheel 
relocate shoe head guide #2 end #7 wheel 
- #1 & Z ends 


-W. #1 & 2 ends, sprg. plk. $1 end 
W. #1 end & loose helical sprg. cstg. #2 end 


The following cars held Out of Service 5:CO P.M. Sept. 3rd, 1924: 


755 - #1 mtr. flebe. 
844 - 0.C.A. #2 utr. 

900 - hot jrl. #2 end #7 dex 

S06 - bkn. bolt in sprg. plk. #1 end 
gi0 - 
914 - 


hot axle brgs. #1 mtr. 

hot arm. brgs. #2 mtr. G.S., S.F.W. #1 & 2 prs.,. 
tg. for 2 50-B pinions 

1005 - #1 & 2 mtrs. flshg. 

1010 - grd. fields & S.C.A. #1 atr. 

1094 - hot axle brgs. #1 mtr. 


bent sprg. plks. #1 & 2 ends 
2067 S.F.W. #2 ends 

2127(26-28 S.F.W. #2 end 
2344(43-2240)bkn. ell. sprg. #2 end 


2086 2088) 


yards and buildings. In connection with the fire alarm — 
equipment, a new motor-driven high-pressure water © 
pump is being installed in the power house. i 
This signal system is similar to the ones used in — 
many cities where the fire boxes are located on street 
corners and in case of fire are operated by breaking 
a glass window and pulling down a lever to cause the 
sounding of an alarm in the fire station, together with 
the display of a call number to give the location of the 
box pulled. E 
At Torrance the alarm signals are received and re- 
corded in the power house by a device that punches holes © 
in a paper tape and at the same time blows the drill — 
whistle and sounds the three alarm gongs. ‘ 
Each box has a code number of two or three figures — 
which are represented by short blasts on the whistle and © 
single strokes on the alarm gongs. : 
Since it would hardly be possible to remember the 
number and location of 40 alarm boxes, unless an easily — 
remembered numbering plan is used, the yard is divided © 
into four fire zones by north and south lines. — ; 


Le SSSS:SC Ce ee ee ee 
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Type of 44-Ft. Semi-Convertible Car Which Is Repainted at a Cost of $69 by the Eastern Massachusetts Street Railway 


Modernizing Car Painting Methods 


Spray Painting, Together with a One-Coat System, Simplified Color Scheme, Standard- 
ized Operations and a Premium System of Wage Payment, 
Produced a Saving of $42,000 per Year 


By H. T. Hurlock 


Engineer of Equipment Eastern Massachusetts Street Railway, 
elsea, Mass. 


past four years to car painting by the Eastern 

Massachusetts Street Railway. The officials of this 
road believe that they cannot afford to operate ill- 
appearing cars in competition with private automobiles 
and buses and that electric car service cannot be adver- 
tised in any cheaper manner than by attractive rolling 
stock. Of the 734 revenue passenger cars owned and 
operated by the company, about 600, or approximately 
82 per cent, will be put through the shops this year 
for painting. The schedule for painting cars is ar- 
ranged on a mileage basis and cars are brought in for 
repainting every 35,000 miles. With the present service 
of the Eastern Massachusetts Street Railway, this 
brings regular cars in for painting every ten to twelve 
months. Cars in irregular service come in for painting 
approximately every eighteen to twenty-four months. 

The practice of repainting cars on a mileage basis has 
worked out very satisfactorily on this property. Experi- 
ence indicates that cars in ‘irregular service do not 
require painting as frequently as those performing all- 
day service. This has been emphasized particularly with 
irregular cars that are stored under cover. 

A new painting problem has been introduced through 
the damage to car paint by contact with automobiles, 
trucks, etc. This makes repainting necessary at more 
frequent intervals than has been required in the past. 
On the Eastern Massachusetts system it is quite unusual 
_ to have a car come in for painting with side panels free 
from mars or scratches made by the tailboards of trucks. 
Quite often these scratches run the full length of the 

ear body. Through substantial reduction in the cost of 


Pres: tour're attention has been paid during the 


*Based on a paper presented at New England Street Railway 
Club, May 28, 1925. 


painting cars more frequent repainting has been made 
possible. 

In 1915 the flat color and varnish system was used 
and the cost of repainting a double-truck car was $134. 
At that time painters were receiving the low rate of 
29.6 cents per hour, and it required an average of 365 
man-hours to turn out a finished car. An accompanying 
illustration shows the time required and cost for paint- 
ing cars for the years 1910, 1915, 1920 and 1925. By 
referring to this it will be seen that the painting cost 
practically doubled during the war. The company 
changed over to an enamel system in 1920 and the cost 
of repainting a double-truck car was $257, with labor 
at 62 cents per hour. Paint materials during this 
interval increased from 100 to 200 per cent. 

The method used with the enamel system consisted 
of removing the old body paint by burning off and then 
giving the outside a priming coat, putty and leveling 
coat and two coats of enamel. Doors and sash were 
stripped from the car, scraped and primed and were 
then painted with one coat of sash color and one coat of 
enamel. Repainting, as carried out in 1920, involved 
most of the work of an original finish, but with many 
refinements that are no longer considered necessary. 

Early in 1921 the company set about to reduce the 
high painting cost and the results obtained were very 
gratifying., The cost of repainting a double-truck car 
at the present time is $69, with labor at 58 cents. This 
includes car washing and glass cleaning. This cost is 
considerably lower than that of 1913, although labor 
and materials have doubled in cost. g 

The reduction in cost of painting has been brought 
about through five important contributing factors: 
First, a change was made in the painting system, so 
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The Entire Car Body Exterior Is Spray Painted with 
Sash and Doors in Place 


that the number of coats required was reduced from 
four to one; second, pneumatic spray painting was 
adopted; third, a simplified color scheme was adopted 
and many things previously considered essential in 
painting were eliminated; fourth, the schedule of oper- 
ations was standardized, and fifth, a premium system 
of wage payment was adopted. 

By gradually improving the paint condition of rolling 
stock during the past four years the company has been 
able to eliminate numerous coats of paint that were 
formerly considered necessary, and today a satisfactory 
finish is obtained with a so-called one-coat system. The 
comparatively low cost which has resulted has permitted 
more frequent painting and enabled the company to 
keep its cars in a better and more attractive condition. 

A change from the hand brush method of applying 
these paints to the spray method was made early in 
1921. This has proved of great assistance in reducing 
painting costs. At first, spray painting was used only 
for the application of paint to trucks and equipment, 
but has now been extended to include the entire body 
exterior, roof and floor. Not only has increased speed 
in painting resulted with less cost, but the work done 
is better, since brush marks are eliminated and cracks 
and crevices are covered more thoroughly. Experience 
shows that a spray gun operator will do the same work 
in from one-third to one-half the time required by the 


In Spray Painting the Roofs of Cars Unique Wooden Guards Are 
Used to Protect the Upper Deck Sash 
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brush method. Since the cost of labor constitutes ap- 
proximately 75 per cent of the total car painting cost, 
the economic value of the spray gun for painting railway 
cars is apparent. In addition to the use of spray paint- 
ing for revenue passengers cars, the company has also 
employed this method extensively for painting snow- 


fighting equipment, service cars, buildings, trucks and © 


buses. 
One distinct advantage of the spray gun method of 
applying paint comes from the fact that more material 


can be applied in a single application than with the | 
and with correct air regulation a 
Approximately | 
10 per cent more material is now used with the spray | 
gun method than was formerly used with the brush | 
method. Of course, some of this material is lost in the | 
process of atomizing and is carried off in the atmos- | 
phere, but the greater proportion of the additional © 
material adheres to the car surface, and in consequence — 


brush method, 
smoother and finer finish is secured. 


a better covering is obtained than was possible with a 
single coat hand brushed. The amount of paint which 
passes through the gun is under perfect control at all 


times, when the spray nozzle has once been adjusted . 


and the air pressure on the paint reservoir determined. 
Air pressures required for spray painting vary with 


the consistency of the materials used and can be deter- | 


mined only by experience. The Eastern Massachusetts 
Street Railway uses 15 lb. of air pressure on the paint 
reservoir and 70 lb. on the nozzle for spraying the 


Legend 
4 
es s Ars. ages 16: 
ESS plpeie Cost 
300— per Car 
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> per hour 
z 
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Time Consumed and Car Painting Costs for 44-Ft. Double-Truck 4 


Car at Five-Year Intervals from 1910 to 1925 Inclusive 


enamel. 
ervoir and 50 lb. on the gun nozzle. 


An important point to be considered in installing a | 
pneumatic spray system is to provide ample air capacity 
so as to have sufficient pressure always‘available for the © 
full number of operators that will be employed. The © 
compressor used by the Eastern Massachusetts Street © 


Railway is a 50-ft. shop type, supplying air for three 
operators. Another important consideration is to make 
provision so that the air will be free from water, oil 
and grit. 

In painting cars operators are protected from the 
fumes by respirators, and during the four years that 


spray painting has been employed there has been no ~ 


indication of any detrimental effect on the workers. 


Particular attention is paid to ventilating the shop by | 
keeping the doors open in the front and rear when © 


weather permits. In the winter season, when it is 
necessary to keep the doors closed, a 36-in. exhaust fan © 
of 18,000 cu.ft. capacity is utilized to disperse the — 
fumes. By providing for ample circulation of air in : 
the immediate vicinity of the work much of the objec- q 
tion to spray painting by workers is overcome. 

It was found that spray painting of cars could be — 
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Roof paint is sprayed with 10 lb. on the res- 


a 
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nade much more effective and economical by simplify- 
ng the car color scheme. The use of many colors com- 
licates spray painting, since precautions must be taken 
o protect the parts which are not to be covered with 
he particular coat that is applied. The Eastern Massa- 
husetts Street Railway has eliminated the use of a 
eparate outside color for doors and sash and now spray 
ints the entire body from roof to sill with a standard 
ight yellow color. The color scheme has been further 
implified by spray painting the floors, seat frames, 
rucks and equipment the same color as the roof, which 
s an olive gray. Striping and other refinements have 
een eliminated and plain black car letters are used. 
Vindow guards are dipped in black enamel. 


PREPARATION OF CAR FOR SPRAY PAINTING 


In preparing a car for spray painting the trimmings, 
igns, seat cushions and window guards are removed 
nd the car is washed thorougly both inside and out. 
\ cleaner, mixed with soft soap and water, is used for 
posening the dirt. This is followed by sponging off 
he interior and the outside is rinsed with a hose- 
onnected water brush. As soon as the car has dried 
he roof is sprayed with one coat of oil paint. All 
ruised body parts and loose paint are scraped, sanded 
nd primed. 

‘Since-the sash and doors are spray painted without 
emoving them from the car, provision has been made 
0 prevent the paint from becoming attached to the 


100 


1921 


1922 1923 1924 1925 


Percentage of Total Revenue Cars Painted Annually During 
Last Five Years 


lass. A semi-liquid substance, known as “Preservitt,” 
; hand brushed on all outside glass. This material 
ardens in a few hours, and after the spray painting 
as been completed any paint sticking to the glass can 
e readily scraped off and the glass cleaned. Following 
he application of ‘“‘Preservitt” to the windows the entire 
ody is sprayed with one coat of yellow enamel. The 
emaining outside body painting consists of lettering 
nd touching up. 


REFINISHING CAR INTERIORS 


Interior headlinings and bonnets are hand brushed 
ith one coat of white enamel. Other interior parts, 
uch as sash and doors, are usually hand brushed with 

single coat of mahogany enamel. Trimmings and 
1oldings on the inside are finished in natural wood 
nd are given one coat of rubbing varnish. The ma- 
rity of the company’s cars are equipped with rattan 
eats. These are cleaned thoroughly and are bleached 
nd varnished. Upon completion of the inside finish 
ll glass is cleaned and polished and the floors, seat 
rames, heaters, steps, trucks and underbody equipment 
re sprayed with a coat of olive gray paint. 
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Applying “Preservitt’’ to Car Windows in Preparation 
for Spray Painting 


The man-hours required for repainting a double- 
truck, 44-ft., semi-convertible car by the preceding plan 
is shown in the accompanying table: 


Work Done Man-Hours 
US Sérip cars sacs seen hte ls ate eran ieee eee etcetera 1.0 
2 Wash and clean inside and outside in preparation for paint- ; 
WL sa «6 2 4S ETE SRO LatoP ae en ctelehdetinte mens Roane, 18.1 
3 Apply ‘'Preservitt”’ to all glass outside 1.8 
4 Spray paint roof one coa Pao 
5 Scrape, sand and prime necessary part 255 
6 Spray body one coat ename! 4.5 
7 Letter 3.0 
8 Interior finish complete — hand brush one coat............... 29.0 
ois Clean and poligh glasses: cate ele soe ns. orstane iaraderse sais tees atone 17.8 
10 Spray paint floors, seat frames, heaters, platforms, trucks and 
equipment. 2.9 
Hive Miscellaneous:: tance etter cione estrus Meum oem a ot tates otets 4.9 
12 Replacetrim........ 1.5 
13. Touch up after trim 1.4 
90.9 


The actual cost of repainting the above car may be 
segregated as follows: 


Painting (direct labor) aauc-tiere ast seein et iar eere hee $30.00 
Paint materials acncterer rae tale sy sara eee ce 17.00 
Total istic). SRO a apntarme ete terete Het cabocice Ss $47.00 
Washing car before painting, stripping and replac- 
ing trim and cleaning glass (direct labor)........ $21.90 


Total cost of repainting Caran. <.s1-toljenieerecliindiatt se © fees $68.90 


The corresponding cost for refinishing a standard 
single-truck safety car follows: 


Removing “Preservitt” After the Completion of Spray Painting 
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Car Seats Are Cleaned by Applying the Cleaner with a Brush 


Painting (direct labor) 2.0. .0 04%. fot. slaty S17 200 
Paintmaterials.'. reso ted ea Geog cts eae eee 11.00 
DGtale sy 5 card ne eaten Ne eats pl oan OR $28.00 
Washing car before painting, stripping and BA Se 
ing trim and cleaning glass (direct labor)... ... eS 20 4: 


Total cost of repainting safety car..... 6.0.5.0... 0 eee ee $40. 54 


A definite schedule of operation has been established 
for the painting of each type of car and all operations 
have been standardized as to time. This plan has 
permitted the use of a premium system of wage pay- 
ment, and the men by diligent work are permitted to 
earn a bonus in excess of their nominal week’s wages. 
Standardization of painting operations has played an 
important part in the program for lower costs. Accounts 
of the company show that for the year 1920 the ex- 
penditures for account 30B—car painting — were 


_to the extent desired. 


$21,635, for which 84 double-truck cars were repainted 
at an average cost of $257 per car. The direct savings 


for the four -years, 1921 to 1924 inclusive, were 
$169,381, or an average rate of $42,000 per year. An ~ 
analysis of car painting expenditures follows: 

Number, Actual Expenditures What Expenditures 
Double-Truck ~ for Car Painting Would Have Been Under 
Cars Painted Year (Acct. 30B) 1920 penne 

2635 1921 $33,145.00 $67,591.00 
325 1922 35,434.00 83,525.00 
232 1923 26,030.00 59624.00 
344 1924 35,158.00 : 88,408.00 
cei $129,767.00 $299,148.00 
Saving. «cr agvra ph. Gta ante wee Cee ean $169,381.00 


‘The company’s shops. are not of the most modern - 
type and as a result it has been impossible to utilize 
the spray painting method for interior painting of-cars 
Interior: car painting requires 
extensive systems of ventilation, but the officials of . 


the company feel that additional economies will be - | 


effected by spray painting car interiors. | 
The company is also experimenting with the lacquer 
system of painting cars, and in order to try this out | 
has sprayed five experimental cars with lacquer paints , 
of different manufacturers. Up to the present, it — 
appears rather questionable as to whether the lacquer ~ 
system of painting will prove superior to the enamel © 
system now employed. It appears that lacquer materials | 
cost more than enamel and that a greater number of - | 
coats are required. The final gloss does not compare 
with the gloss which the company is obtaining through 
the use of high luster enamel. The longer life of 
lacquer paint, however, may prove an ultimate economy. 


EASTERN MASSACHUSETTS STREET RAILWAY—COMPARISON OF PAINTING METHODS, YEARS 1920 AND 1925 


Paintine 1920—Hanp MeErxop 


Hr. 
| Strip, including doors and sash. Wash inside and outside.............. 43 
2 Burn off and scrape necessary parts,...... sem sce+ seeds ss ea er 23 
3, Sandpaper andiprime, 29.2). ..ne at oni ego eee 20 
4 Putty and levelicoat.... 6 joe iw qetse tiene, see ee io 16 
5 Sand and first‘coat enamel. oi... | idia bos ie ee Set eeaNoe 18 
6° Second coat enamel 220. EF Se. esc chase one ote ede ease a) eee 12 
7 Window guards—one coat lead, one coat enamel..................0-5 5 
8 Letter, stripe, éte.. . 0.2 ce Faison s nein tes ledeigtstelelsts eee sheltte eae eee 15 
9. One coat roof color... once arire scatter wie sea andes eee 7 
10 Truck, equipment—one coat. Fenders—two coats..............00005 11 
11 Inside finish—bleach, shellac, one coat varnish................-.025- 37 

12 Headlinings and bonnets—two coats white lead color—one coat white 
Citi) Ree ah Seen eT Ge Latin comet: ao ccc 26 

13 Sash and doors—scrape outside, touch up, one coat. sash color, one 
coat enamel; bleach inside, touch up, two coats varnish............. » 50 
14 Floors—one coat. Seat ends—two coats.............. ae 12 
15. Clean glass .iasiges ote ea a 20, 
16 Miscellaneous and refitting............. ore arcee, vleabneia cee 25 
Totalhours: labors ..5::)5 ¢,s.¢ = «iste re tates = as eunse ole eliare aust oe ee 340 


Painting 1925—Spray anp Hanp MeErHop 


eo} 
i] 


Strip Cary fci35s bene ees 
Wash complete inside and outside.............. 
Apply ‘‘Preservitt” to all outside glass... : 
Spray paint roof—one coat................. x 
Scrape, sand, prime necessary parts..........6.0 0-00 e vee eee 
Spray body—one coat enamel...........:5.---.-+:-00-+000s 
Letters tocaer nein oie ee eee ee 


=—t 
—— bh NOW ERNR—- Oo 


BUSS DOOUUUNG— 


Clean and EAT BisEs) ota Ce Oi kee eae ere 

Spray paint floors, seat frames, heaters, platforms, trucks and equip- 
MONt——ONE IGOR ieee a aerets dy los we ON CaeAa SATS Mr sTial choke cen tai arse near 

Miscellaneousiind bse Fog f¥a smd «ait a eee ie ed eee 

Replace fim ving seared ye ee 

Touch up.... , 


SOMNIDMAWN— 


wN— 


Parts Inside Cars that Are Spray Painted Include Seat Frames, 


Heater Risers, Floor and Platforms. The Color Used 
Is the Same as the Root 


Trucks and Under-Body Equipment Are Spray Painted and 
Operators Are Protected from Fumes by the 
Use of Respirators 


Tune 20, 1925 


ELECTRIC RIAILWAY JOURNAL 


Pittsburgh Railways Uses Only Motor Trucks for Removing Excavated Material 


Mobile Equipment 
Used for Building Track in Pittsburgh 


Extensive Reconstruction Work Done During Past Year — All Ma- 
terial Is Hauled by Motor Truck — Track Machinery Is Mounted on 
Service Cars or Equipped with Flanged Wheels for Movement by Rail 


HEN the present management took over the 
operation of the Pittsburgh Railways, slightly 
raore than a year ago, the problem of track re- 
onstruction was pressing. During six years of receiver- 
ship comparatively little reconstruction work had been 
lone. Of the 600 miles of track in the system, some 


200 miles was in serious need of attention. With the 
completion of this year’s program about 40 miles of 
track will have been entirely rebuilt. Extensive work 
has been done on the remaining track to put it in good 
operating condition. This maintenance is expected to 
meet the needs of the situation until the company is 


Chain-Driven Rollers Give Mobility to Electric Shovel. 
Note the Supplementary Rail 


Service Car Provides. the Compressed Air and Gasoline 
Mixture Used to Heat Welding Molds 
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Prehéating the Mold for a Thermit Weld. A Mixture of Gasoline 
and Compressed Air Is Carried Through Rubber Hose 


able to undertake the rebuilding of all track that is worn 
sufficiently to require replacement. 


Much labor saving machinery is used by this company 


in its track reconstruction work. Electric shovels are 
employed to tear up the old pavement and founda- 
tions. These shovels have been especially equipped with 
chain-driven rollers to give them mobility. In streets 
where the railway has double track one track only is 
taken up at a time. An extra rail, as shown in the 
accompanying illustration, is laid on the inside ends of 
the ties of the track which remains undisturbed. Planks 
are laid end to end on the solid pavement on the curb 
side of the street. Rollers for the electric shovel extend 
from the extra rail to the planks and permit easy move- 
ment of the apparatus. This arrangement of supporting 
the machinery independently of the roadbed has been 
found to be very satisfactory. When only one track 
exists in the street, a temporary track, as shown in the 
accompanying illustration, is laid near the curb and cars 
are operated over this during construction work. Undér 
such circumstances the shovels are moved on two rows 
of planks instead of using the rail fastened to the ends 
of the ties. A short length of old rail laid on its side 
is used as a wedge under the roller. 

Material excavated by the steam shovel is hauled away 
by motor trucks, the use of service cars for this work 


Concrete Train Showing the Flat Car on Which the Cement Is 
Carried. Sand and Stones Are Delivered by Motor Truck 


having been practically discontinued. It is thought that 
fewer interruptions to passenger service are likely to. 
occur if the tracks are kept free of work cars. Strong ~ 
efforts have been made by the company to eliminate © 
vehicular interference with car operation, and it felt 
that it would be inconsistent to permit such interference 
by work cars. Motor trucks also have greater flexibility 
of movement and material can be disposed in locations © 
not accessible to the cars. New material for the work 
is brought by motor truck also. An exception to this, 
however, is made in the case of rail, which is trans-— 
ported by a special rail-carrying car of unusual length. 
This is simply a framework supported on two trucks and 
capable of carrying sixteen rails. 

Recently a change to round gravel ballast has been 
made by the railway. Previously broken stones were 
used and, later, slag. The gravel, however, is available © 
in large quantities at a low price from local contractors, 
who dig it up from the beds of nearby rivers. While it 
is not considered to be «quite as satisfactory as the 
broken stone on account of its having rounded edges in-_ 
stead of sharp corners, it is considerably cheaper and it 
serves the purpose satisfactorily. 

Wood ties are used and A.E.R.E.A. standard 9-in. 
grooved girder rail. After the gravel ballast has been 
thoroughly tamped a shallow layer of concrete is poured 


Welded Joints Are Ground Smooth with a Rotary Grinder 
Which Is Carried on a Flat Car 


Gravel Secured from the Nearby Rivers Is Now Belng Used 
Extensively by Pittsburgh Railways as Ballast 


June 20, 1925 
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covering the tops of the ties and forming a foundation 
for the pavement. Instead of being done by the com- 
pany, as used to be the case, paving work is done by the 
municipal authorities under the new franchise arrange- 
ment which is in effect throughout most of the territory 
served by the railway. 

All rail is thermit welded. Apparatus for preheating 
the molds and rail is carried in a service car. <A 
‘mixture of gasoline and compressed air is made in the 
car and carried through rubber hose to the welding 
mold as shown in the accompanying illustration. A 
burner is attached to the end of the hose and adjusted 
to position for heating. It is allowed to remain in this 
position, burning for as long a time as may be neces- 
sary to preheat properly. Two such burners and hose 
are carried on the car. 

_Apparatus for supplying compressed air to the 


the weather, cannot be distributed in this way and 
permitted to remain exposed. 

After the thermit welds have been completed they are 
smoothed down by a rotary grinder. This grinder is 
transported from place to place on a flat car, skids being 
provided by which it is rolled off and on the car. 


New Type Track Pavement Tried 
in Rochester 


OMBINATION asphalt and brick paving is being 
tried by the way and structures department of the 
New York State Railways, which is completing the work 
which was started on Goodman Street, Rochester, last 
year. This improvement extends from the end of the 
brick pavement at Fernwood Avenue northward to the 


Pneumatic Pavement Breakers and Tamping Machines Are Supplied with Air from a Compressor Mounted in a Service Car 


pneumatic pavement breakers and tamping machines 
has also been mounted on a service car. A Chicago 
Pneumatic company air compressor has been placed in 
the body of an old passenger car and outlets on the 
side of the car are provided for connecting the hose as 
shown in an accompanying illustration. The capacity is 
sufficient to operate simultaneously four pavement 
breakers or eight tampers. 


CONCRETE MIXER HAS FLANGED WHEELS 


Flanged wheels are provided on the concrete mixer so 
that it, too, forms a part of the work train. Coupled to 
it is a flat car carrying the cement. At one time it was 
the practice to carry also the broken stone and sand for 
the concrete mixture on this flat car. More recently, 
however, this practice has been changed and now only 
cement is carried. Sand and stone are transported by 
motor truck and dumped in the street near the work. 
Cement, however, being subject to deterioration from 


new loop which was constructed last year near Norton 
Street. 

-The old, track was laid in 1907, using 9 in. groove 
rail,-wood ties and gravel ballast. The track was never 
paved and earth coming up to the top of the rail cae 
a very muddy condition in rainy weather. 

The new construction consists of the railway’s stand- 
ard type of construction, 7 in. high T rail being used 
with wood ties and bar joints. The joints are of the 
eight hole standard, with 1 in. drive fit bolts and an 
Abbott plate underneath the rail. A feature of the 
construction is the type of pavement used which con- 
sists of asphalt between the rails but with a brick header 
laid on either side of the rail. This is the first time 
this type of pavement has been used in the car tracks 
in Rochester, and if it proves successful it is stated that: 
similar pavement may be used in the future, as it ds. 
less expensive to construct than ordinary brick Paver 
ment and is more quiet. 
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‘Equipment Maintenance Notes 


Pneumatic Mortising Clamp 
By J. L. BRowN\ 


Master Mechanic Dallas Railway, 


Dallas, Tex. 

AND clamps or wedges for 

holding doors or sash while glu- 
ing up mortises are widely used. At 
best, however, these customary 
methods are slow and take a great 
deal of time for a comparatively 
simple operation. Study of this sub- 
ject in the shops of the Dallas Rail- 
way led to the development of the 
pneumatic clamping device shown in 
the accompanying illustration. 

Three small air cylinders are 
fitted to a common supply pipe from 
the shop compressed air line. An 
ordinary engineer’s valve admits air 
to the cylinders, and an adjustment 
valve below regulates the total pres- 
sure that can be’ applied. Each 
piston is fitted with a wooden shoe 
on the end, which presses against 
the edge of the door or sash to be 
glued up. 

As is shown in the illustration, 
the entire device is mounted on a 
special table. Each of the air cyl- 
inders is fastened at the end of one 
of the cross-members of this table. 
These members are bored with a 
number of equally spaced holes, so 
that the spacing blocks shown in the 
illustration can be moved to any de- 
sired position to fit a particular size 
of work. These blocks are held in 
position by bolts through the holes 
in the table cross-members. 


Bending Truck Parts to Shape in a Bulldozing Machine in the 
Homewvod Shops of the Pittsburgh Railways 


Pneumatic Clamp for Holding Doors or Sash While Gluing Mortises 


This pneumatic mortising clamp in the nected to the shop air supply line, and th 
shops of the Dallas Railway reduces the wooden shoes on the ends of the piston 


time for gluing up doors or sash. 


The bear against the edge of the door or sas! 
three small pneumatic cylinders are con- 


In practice, the spacing blocks are 
adjusted to the proper position, and 
the door or sash is glued up and set 
in place on the table. Application 
of air forces the tenons tightly into 
place. When a tight joint is en- 
countered a blow with a mallet is 
usually sufficient to drive the joint 
home under the air pressure and 
provide a close fit. 


: | 
Trucks of This Type Are Built in the Railway Shop, Standar@ 
Structural Shapes Being Used Wherever Possible 


OR some time past an extensiv’ 
program of making arch-ba’ 
trucks has been in progress at th 
Homewood shops of the Pittsburg!) 


Railways. The standard truck nov 


being used under low-level cars i) 
known as the M-25. This supersede 


a Lee 


i 


"i 
{ 


under construction, 
Making Truck Parts in 
Bulldozing Machine _ 
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NCE more Dick Prescott and 
O Steve White, engineer of equip- 

ment and carpenter foreman of 
the Consolidated Railway & Light Com- 
pany, found themselves waiting just 
outside the little office of Thomas Mul- 
laney, general foreman. They had re- 
ported early on the morning following 
the return from their trip of inspection, 
and arrived a few minutes before 
Mullaney. . 

As they were waiting to report to 
their chief before resuming their regular 
duties, Dick and Steve were conscious 
that a decided change had taken place 
in the atmosphere of the little office 
during their comparatively brief absence. 
The sullen-faced youth who formerly 
occupied the desk at the little window 

_under the word “Timekeeper” had been 
displaced by a comely young woman 
who extended a cheery “good morning” 
as she passed Dick and Steve on the way 
to her post. 

Back in the office beyond the partition 
that separated it from the “reception 
room” outside several other new faces 
were visible. Even the neatly painted 
sign on the door was new. Both Dick 
and Steve were quick to feel the cordial 
invitation it extended in comparison 
with the former challenge of the word 
“office.” 

A fresh coat of paint had been given 
the interior of the room, and the long 
bench along one wall had been replaced 
by a number of serviceable but com- 
fortable chairs. Thomas Mullaney’s 
small office, of which the door stood 
open, also presented a rejuvenated ap- 
pearance. The old battered roll-top 


desk, usually crammed with the papers, 
saccumulated from an imperfect filing 


System, had given way to a flat table 
whose clear-swept top gave an impres- 
sion of being “stripped for action.” 
Linoleum of a neutral shade covered the 
-floor, and several office chairs were 
grouped about in a fashion that indicated 
the stage setting for a conference instead 


ee 


Dick Prescott Returns Home 
And Sees Evidence of Changes 


of the long customary solitary interviews 
“on the carpet.” 

“Gee,” said Dick, when he and Steve 
had taken in the changed appearance 
and tone of the office, “this place is 
beginning to look like a real business 
establishment.” ; 

“T should say so,” replied Steve. “If 
it weren’t for Jack and Bill in there, 
I’d begin to think we were still on our 
trip. This sure is some improvement. 
Begins to look like the old man’s started 
already to pep things up.” 

“He certainly is on the right track. 
I'll never forget the first impression I 
got when I came in here looking for a 
job. If I hadn’t needed one so darn bad 
I don’t believe I’d ever have gone 
through with it.” 

“T can understand how you felt about 
it, all right. But some of us fellows that 
have been sawing wood for eight or 
ten years had got to where we never 
expected anything much better. I cer- 
tainly can imagine what some of the old 
gang are saying about this change in 
conditions. Some of them, I’m afraid, 
are not going to keep in step and will 
be in for a rather uncomfortable time.” 

“It’s always hard to pull out of a rut 
when you've let yourself get into one. 
However, if we can make the gang see 
that a railway shop can do better work 
if it’s run like any other up-to-date 
business establishment, and all pull 
together, we ought to be able to get 
under way without many casualties.” 

“T wish some.of the other fellows 
could make a trip like this one we've 
just finished. Seeing how the other 
fellow does it certainly helps to make 
you realize that there are several ways 
of-doing a job, and that the old way 
isn’t the best, just because you’ve been 
following it for twenty years.” 

Dick and Steve were so intent on their 


discussion that both were a little startled 


as Thomas Mullaney himself opened 
the outer door and stepped into the 
reception room. 
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an older type known as the M-24, 
All trucks for new cars are supplied 
by the manufacturer, but the railway 
itself is building the trucks of M-25 
type as they are needed to replace 
worn-out M-24 trucks. New trucks 
are built in the shop also to equip the 
motorized trail cars, of which a num- 
ber have already been placed in sery- 
ice and more are planned. 

In making trucks, standard struc- 
tural steel shapes are used wherever 
possible to avoid the necessity to 
make forgings. Drilling is done by 
jigs. Practically all the truck mem- 
bers are bent to shape in the bull- 
dozing machine. This process. is 
shown in an accompanying illustra- 
tion. A large oil furnace alongside 
the machine first heats the parts. 
They are then placed on the table of 
the bulldozing machine and bent to 
shape by means of dies. Present 
production capacity is two trucks per 
day. 


Safety Treads Prolong 
Life of Car Floor 


XPERIENCE of the Pough- 

keepsie & Wappingers Falls Rail- 
way, Poughkeepsie, N. Y., indicated 
some time ago that the platform 
floors on its safety cars were wear- 
ing out more rapidly than the floors 
elsewhere throughout the car. This 
was accounted for by the fact that 
the platform floors were of pine, 
whereas maple was used in the car 
body. The latter type of flooring had 
a life of five or six years, whereas 
the platform floors were wearing out 
in 14 to two years. To remedy this 
situation, cast-steel safety tread has 
been installed on the platforms. 
Three pieces are used, one im- 
mediately inside the door, one in the 
middle of the platform, and a smaller 
piece in front of the motorman’s 
seat. It is expected that with this 
arrangement the plaform floors will 
outlast the maple flooring in the body 
of the car. 


Wall Rack for Controller 
Drums 


S THE space for overhauling 

controllers is quite limited in the 
155th Street shop of the Eighth Ave- 
nue Railroad, New York City, wall 
racks for holding controller drums 
have been found particularly advan- 
tageous. These are constructed of 
wood with notches into which the 
ends of the shafts rest, and they 
reach entirely to the top of the side 
wall. An iron ladder is used to place 
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Overhauling Bench of Eighth Avenue Railway, New York, 


with Rack for 


Controller Drums Against Wall in Rear 


and remove drums from the upper 
parts of the rack. With this ar- 
rangement storage space for approxi- 
mately 50 drums has been provided 
directly behind the controller over- 
hauling bench. 

Small parts used in the overhaul- 
ing of controllers are kept in a closet 
at the back of the bench. With an 
arrangement of shelves properly 
labeled, much time is saved in this 
overhauling work. 


Transfer Table Used for 
Removing Trucks 


OR removing a truck from under 

a car body in the repair shop a 
transfer table is used in the Home- 
wood shops of the Pittsburgh Rail- 
ways. This transfer table operates 
~across the end of several tracks in 
the machine shop. The car requir- 
ing repair is run onto one of these 
tracks and stopped with the truck on 
the transfer table. The car body is 
then lifted up by means of two 
Sprague 2-ton hoists hooked under 
the frame, as shown in the accom- 
panying illustration. After the car 
body has been raised the transfer 
table is moved out, bringing the 
truck with it. The latter is taken 
over to a repair track and pushed 
off the transfer table. By a reversal 
of this process the truck is returned 
to its position under the car. 


One Motor Arranged to Do 
Three Jobs 


O UTILIZE advantageously the 

spare time of a motor designed 
for track grinding work, the Pough- 
keepsie & Wappingers Falls Railway, 
Poughkeepsie, N. Y., has arranged 
a bench to which the motor may be 
bolted for shop work. In this posi- 


tion, it is in line with the shaft driv 
ing pulley and in an emergency car 
be used to supply power to the mair 
shafting. It has been equipped alsi 
to be connected to a Westinghous: 
commutator slotter and can be thu, 
used on many occasions when ther 
is no track grinding to be done. 


Relining Compressor 
Cylinders 
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AST-IRON sleeves are used by 
the Dallas Railway for relinin; 


compressor cylinders. A self-align 
ing vertical boring mill, made by thi 
Storm Manufacturing Company o 
Minneapolis, is used for boring ou 


the worn cylinders so that a sleew 


can be pressed into place. 
amount of material removed depend: 
cn the thickness of the compressoi 


This 


cylinder walls. As an average, abou 


+ in. diameter is removed to provid: 
for pressing in the bushings. Thi: 
permits the use of a sleeye with : 
finished wall thickness of } in. 

Sleeves are purchased as rougl 
castings from a local foundry. Wher 
received they have walls about 1 in 
thick. These are first finish-turnec 
to the proper diameter on the out 
side, about 0.004 in. being allowec 
for press fit. 

After the sleeves are pressed inté 
the cylinders they are bored out or 
the inside to the proper diameter 
When the outside is turned a smal 
shoulder is left at one end, to servi 
as a stop when the sleeve is presse¢ 
into place. 


Electric Hoists Raise thé Car Body and the Transfer Table Removes the Truck 
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New Equipm 


ent Available 


Improved Line of 
Band Saws 


\EVERAL improvements have 
») been incorporated in a new line 
f band saws by the American Saw 
fill Machinery Company, Hacketts- 
own, N. J. These machines are de- 
igned particularly for convenience 
n operation and include safety 
uards protecting every point of con- 
act with the saw except the actual 
utting space. The line includes sizes 
anging from 20 in. to 36 in. Either 
notor or belt drive may be used. 
The upper and lower wheels of the 
Q-in. size are of the spoked type, 
ith a 30-in. diameter and a 2-in. 
ace. The lower wheel is inclosed in 
compartment with iron doors, or 
i may be covered by wire mesh 
oors similar to that which covers 
he front side of the upper wheel. 
‘he machines are furnished with 
nly the front or door guards, the 
pace back of the wheel being left 
pen. In an optional design the 
ywer wheel can be equipped with 
special brake attached to the bolt 
hifter to stop rotation of the wheel 
uickly. Both wheels are keyed to 
round steel shafts. The collar is 
orged solid on each shaft. The hub 
f the wheel is firmly held against 
, by a large nut. Both the top and 
ottom shafts run in extra long bear- 
igs, which are made in two parts to 
ake up wear. These are adjustable 
) provide for alignment of the saw 
lades. The upper wheel bearing is 
inged for tilting of the wheels by 
leans of a lever located in a position 
mnvenient for the operator. 

A special anti-friction saw guide 
; provided. This is mounted on a 
ounterbalanced square post, and a 
and wheel is used for raising and 
wering the guide post so that the 
orkman may devote his entire at- 
sntion to the work. The slide head 
hich carries the upper wheel bear- 
ig slides in a groove in a column 
nd is held in place by steel gibs. 
The table for the saw is 20 in. x 
0 in. x 32 in. It is made rigid by 
xtensive ribbing on the under side. 
_hand wheel and screw are provided 
or tilting the table to 25 deg. for 
evel sawing, and a brass index reg- 
ters the angle. 

Where motor drive is used, a 2 
) 3-hp. motor is recommended. The 


Motor-Driven Band Saw with Special 
Protection wafety Guards 


2-hp. size is sufficient for ordinary 
shop work, but the 3-hp. is prefer- 
able for heavy work. The design is 
such that the motor can be set on the 
floor and bolted to a pulley drive or 
set on a special bracket attached to 
the body of the machine and pro- 
vided with a gear drive. 


Light Bus Chassis 
TUDEBAKER has just put into 


production two bus chassis in 
which the outstanding features 
claimed will be low initial cost, 


economy in operation, dependability 
under hard usage and passenger car 
comfort. Two sizes, each with the 
same unit 75-hp. engine, are being 
presented. Model A-158 has a wheel- 
base of 158 in.; Model M-184, a 
wheelbase of 184 in. 

Low cost of operation comes from 
the experience of the thousand and 
upward Big Six chassis to which bus 
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bodies have been fitted. Many of 
them have run from 100,000 to 
300,000 miles. 

The Big Six 75-hp. engine is used. 
This is a unit power plant, with 
single-plate dry disk clutch, set in its 
own subframe to eliminate road 
torsions. It is of the L-head type, 
cast en bloc with removable head, 
bore 3§ in., stroke 5 in. 

The carburetor is 14 in., double 
jet, two range, specially designed for 
the Big Six engine. Spark advance 
is automatic, timed by the engine 
itself. All electric wiring is in metal 


conduit and the whole ignition 
system is water-proofed. 

The semi-floating rear axle is 
housed in truss construction with 


one removable plate to admit directly 
to the differential. The axle shaft 
diameter is 24 in. Springs are semi- 
ellipic, 2 in. wide. The front springs 
are 38 in. long, those at the rear 56 
in. long. Fenders (on the front 
only) are of 19 gage pressed steel, 
doubly crowned and concentric to the 
steel disk wheels, which carry tires 
34x 7.3 in. in size, six ply. Dual rear 
wheels and tires are optional on the 
M-184 chassis. 

Service brakes are the Studebaker 
hydraulics on four wheels. Hydraulic 
equipment is at the rear of the trans- 
mission case, where two opposed 
cylinders, actuated by a force pump, 
impart a 60-40 proportioned force of 
200 lb. on rear and front wheels, 
respectively. The pump is driven by 
the propeller shaft. The emergency 
brake works with the direct pull of 
a latching pistol grip projecting 
from under the center of the instru- 
ment board. 

The frame has side members 7te 
in. deep, of *s-in. steel, with 24-in. 
flanges on the Model A-158. On the 
Model M-184, the flanges are 3 in. 
wide and the channel is 8 in. deep at 
the center with a 43-in. channel 
beam running 40 in. beyond the rear 
axle. On the Model A-158 the seven 
regular frame cross-members are 


The Studebaker Bus Chassis Carries a “Big Six’? Power Plant 
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The M-184 Chassis Is Suitable for 15 to 20-Passenger Bodies $ 


supplemented by a 33-in. tubular 
cross-member. On the longer model, 
this supplemental bracing consists of 
two 34-in. tubular cross-members in 
the center and an additional 23-in. 
tubular cross-member at the rear. 

The propeller shaft is in two sec- 
tions with center ball-bearing steady 
rest, and two Spicer universal joints. 
The gear ratio on both models is 4.7 
to 1. 

Model A-158 is suitable for twelve to 
fifteen passengers, and model M-184 
for fifteen to twenty passengers. 


Concrete Pole Design 
Reduces Maintenance 


DESIGN of concrete pole to 

meet the demand for longer life, 
greater strength and increased safety 
factors in trolley and transmission 
lines has been incorporated in the 
Hollowspun concrete poles manufac- 
tured by the Westinghouse Electric 
& Manufacturing Company. 

Hollowspun poles are built by a 
centrifugal process and are free from 
electrolytic corrosion due to the 
density of the concrete. Reinforced 
concrete pole construction requires a 
relatively high percentage of tensile 
and shear reinforcement. In order 
to obtain this, the section of the in- 
dividual rods must be kept down and 
these are then given some additional 
horizontal wrapping to insure 
against shear failure. The resulting 
mass of reinforcement commonly 
called a cage is so dense that it is 
not possible to force concrete into 
place by spading or tamping. 

In the Hollowspun process, the re- 
inforcing steel, after being ac- 
curately computed for the particular 
class of pole to be made, is held 
rigidly in place. The complete rein- 
forcing cage is then placed in a hori- 
zontal form and held at the desired 
distance from the surface of the 
form by concrete buttons which be- 
come part of the finished wall of the 
pole. 

Concrete is added and the en- 
tire form rotated at high speed, de- 
veloping centrifugal force sufficient 


to compact the concrete into a very 
dense wall, leaving a cylindrical open- 
ing in the center running through 
the length of the pole. 

Removable steps may be made for 
these concrete poles by embedding 
bronze inserts in the concrete and 
using these as inserts for holding the 
ordinary pole steps. Standard cross- 
arms and other equipment now in use 
zan also be applied to these Hollow- 
spun poles. 

The use of these concrete poles for 
transmission lines makes possible a 
considerable increase in the capacity 
of the lines, and thus permits the re- 
duction of the number of poles per 
mile, or an increase in the number 
of wires without reducing the factor 
of safety. Maintenance costs are 
practically eliminated by the use of 
these concrete poles. 


Hollowspun Telephone Poles in Service 


Under Severe Weather Conditions 


Bucket Pump Removes and 
Applies Grease | 


GREASE bucket with havi 

operated grease gun incor 
porated has been brought out bj 
the Manley Manufacturing Company 
York, Pa. It has a capacity of 30 lb 
of grease or oil and is self-measur 
ing, since one complete stroke of thr 


pump discharges 1 lb. of lubricant 
Two methods of operating the equip 
ment are provided—by direct pres 
sure on the handle, or by a ratche 
lever with an 8 to 1 ratio. 

The three-way construction show! 


nS AE Ee ETOH BE Scab eDac ETSY ASD 


Bex 


The Three-Way Construction of the Pum) 
Mechanism Permits It to Be Used Eithe) 
to Force Clean Grease in or Remove Ol” 
Grease i 

: 


in the illustration permits the device) 
to be used as a syringe, to remov 
dirty grease, as well as for a pump, 
to put in clean grease. As indicatec 
No. 1 is the main cylinder; No. 2, 

discharge port leading to the hosed 
No. 3, a three-way cage valve, ani 
No. 4, the suction port leading to thy 
contents of the bucket. re 

Grease or oil is sucked into tH 
cylinder (where arrow is pointing 
by the drawing up of the piston 
The next step is to move the lever 
the-top of the bucket 90 deg. to thy 
right, when the ports are in the pos 
tion shown in the lower insert. Push 
ing down the piston forces the greas 
out of the cylinder and through th 
hose into the grease chamber of th 
equipment to be lubricated. 

With the ports in position © 
shown in the lower insert, the o 
grease can be sucked into the punt 
cylinder and discharged into a was* 
pan without changing ports. 


i 


June 20, 1925 


ELECTRIC RAILWAY JOURNAL 


2S 


979 


Association News & Discussions 


Canadians Discuss Car Design and 
Ride Merchandising 


Annual Meeting, Held at Montreal Last Week, Best Attended in History 
of Canadian Electric Railway Association—Lively Discussion | 
Brings Out Many Points on Merchandising Transporta- 
tion and One-Man Cars for City Service 


OR the second time the Canadian 

Electric Railway Association has 
held a joint convention with the Can- 
adian Electrical Association. Unlike 
many joint conventions, the common 
features included only the exhibits and 
entertainment features. Each associa- 
tion held its own sessions, so that the 


full program for each group- was de- 


voted to live subjects. 

Railway sessions were held on June 
10, 11 and 12, with D. E. Blair, general 
superintendent Montreal Tramways and 
president of the Canadian Electric Rail- 
way Association, presiding. Much in- 
terest was manifested in the paper by 
Walter Jackson entitled “The Business 
of Selling Rides.” The paper is ab- 
stracted elsewhere in this issue. In 
presenting his paper Mr. Jackson 
pointed out that the management should 
use every way possible for making the 
company and its service popular. While 
he has been hailed as the proponent of 
the weekly pass, he feels that this has 
value not so much in itself as in being 
part of a plan for popularizing the 
railway. 


RAILWAY BUSINESS Now SELLING RIDES 


A lively discussion followed the pre- 
sentation of Mr. Jackson’s paper. E. M. 
Walker, president Schenectady Railway, 
\ointed out that with the automobile a 
jig factor in local transportation, the 
Jusiness of the railway is now largely 
me of selling rides. Success in this 
ine depends to a considerable extent 
mn the removal of all sources of irrita- 
ion. Among other things, he men- 
jioned transfers that are easy to 
ssue, inspect and check. As another 
nstance, he spoke of one road where 
-cent tokens are sold... These are dis- 
ensed in envelopes containing seven 
okens and one cent. The amount, 50 
ents, is marked plainly on the en- 
elope, so that the sale is made without 
he necessity of the conductor handling 
hange or the tokens. 

H. E. Weyman, manager Levis Tram- 
vays, stated that in his territory he 
rouses interest in the sale of weekly 
asses by giving away a pass each week 
0 the holder of the lucky number in a 
rawing. 

D. W. Harvey, manager Torito 
'ransportation Commission, told of the 
se of posters in Toronto for advertis- 
ig the local museum. He stated that 
large increase in riding to that point 
jas a result. He felt that where the 
iding habit is as high as it is in 


Toronto, namely 365, it is dangerous to 
make changes in the rate of fare. Mr. 
Jackson replied that there really is no 
limit to the riding habit so long as 
people may be found on the sidewalks. 


Motor Busrs DISCUSSED 


The report of the motor bus and truck 
committee was presented by I. S. 


' Fairty, solicitor Toronto Transportation 


Commission, in the absence of Chair- 
man F. D. Burpee. This report will be 
abstracted in a future issue of ELECTRIC 
RAILWAY JOURNAL. Discussing the. re- 
port, Mr. Fairty said that he thought 
the cost of transportation was a matter 
of no great concern to users of private 
motor cars. He felt, therefore, that the 
street car man must sell his rides on 
the basis of service rather than cost. 

L. H. Palmer, vice-president and gen- 
eral manager United Railways & Elec- 
tric Company of Baltimore, described 
the special bus trips and tours he is 
running in Baltimore. He stated that 
these trips provide a new field of reve- 
nue for street railways that have gone 
into the bus and coach business. In 
Baltimore he finds that this form of 
transportation is growing. On May 30, 
for instance, the company obtained a 
total revenue from this source of $2,200. 
Tours were run to Atlantic City, which 
included hotel accommodations and _ all 
ordinary expenses. Mr. Palmer expects 
to run regular service to Gettysburg in 
the near future. : Tours of this sort, 
he feels, should make better salesmen 
of the electric railway men. Asked re- 
garding competition, he said that his 
company bought out a competing bus 
company. He expects competition, and 
his intention is to combat it by giving 
better service. Mr. Harvey stated that 
in Toronto he is planning motor coach 
tours along similar lines to those being 


cused by Mr. Palmer. 


Gordon Lee, Fageol Motors Company, 
said that undoubtedly improvements in 
motor bus design can be anticipated, 
now that the manufacturers are study- 
ing it from an operating standpoint. 
He stated that a gain of 2 miles 
per gallon in gasoline consumption may 
equal as much as the cost of the ve- 
hicle during its life. He also pointed 
out that the total taxation of motor 
vehicles today is not small and that’ no 
attempt to belittle it should be made. 

The speaker held as his belief that 
buses will either be consolidated ,into 
large operating companiés or else. that 
the operation will be absorbed by the 


existing railway lines. Traffic, he felt, 
will come from users of automobiles 
rather than from the present railway 
riders. 


CARS AND CAR DESIGN 


The influence of operation on car de- 
sign was discussed in a paper by J. Met- 
calf, traffic department Toronto Trans- 
portation Commission. A companion 
paper on the development of the treadle 
exit one-man car, was read by W. R. 
McRae, superintendent of rolling stock 
Toronto Transportation Commission. 
Both these papers are abstracted else- 
where. 

A lively discussion followed the pres- 
entation of these papers. Acton Bur- 
rows, Canadian Railway & Marine 
World, stated that he is a regular rider 
on the treadle cars and that he has 
found their operation exceedingly satis- 
factory. He feels that some education 
is necessary in order to get the pas- 
sengers to use the rear door. W. R. 
Robertson, general superintendent 
Hydro - Electric. Railways, Toronto, 
stated that he is using treadle door 
cars on his line with considerable suc- 
cess. The cost of treadles on a double- 
end car, he stated, was about $1,000. 
Mr. McRae stated that the cost of.a 
single treadle installed was about $480, 
or $1,600 for the entire car. 

Mr. Metcalf pointed out the diffi- 
culties with.the original Birney car, due 
to the single door at the front for both 
entrance and exit. He thought that the 
use of the treadle is most important 
when the car is crowded. When but 
few passengers are on the car, it makes 
little difference whether they leave by 
the front or the rear. However, when 
there are many standing passengers in 
the aisle, it is more convenient for those 
at the rear to leave by the rear treadle 
door, so that its value is measured by 
the time saved during the rush’ hour, 
rather than by the total number of 
passengers who use’ it all day. He 
stated that in Toronto approximately 
10,000 car-miles per day are being run 
with treadle cars at a schedule speed 
of approximately 10 m.p.h. At a rate 
of wages of 60 cents per hour, there is 
saving of some $250,000 per year on the 
100 cars operated in this manner. Re- 
plying to a question as to the opportu- 
nity for passengers entering through 
the automatic door, he stated that only 
one case of this sort has been observed 
in Toronto. 

C. L. Wilson, superintendent Hydro- 
Electric Railways, stated that he spent - 
an entire afternoon trying to enter the 
car through the treadle door. He 
stated that he was able to do it only 
once, when a friend was getting off 
and where he was able to put his foot 
on the step before his friend had com- 
pletely alighted. He thinks there is 
practically no chance of beating it. 

There was some discussion as to the 
relative number of improvements in 
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design that have been made by railway 
and bus manufacturers. The general 
opinion was that the railway manu- 
facturers have done their full part in 
developing new mechanisms and prac- 
tices. Mr. McRae thought that the 
greater number of improvements have 
come from the operating companies, 
but that the manufacturers have given 
full co-operation in working them out. 
Mr. Blair said that the manufacturers 
have done nobly in advising their cus- 
tomers and often have shown that vari- 
ous plans suggested were inadvisable, 
even though it meant a loss of business. 

In reply to a question as to how the 
treadle door cars were backed, Mr. Mc- 
Rae stated that the operator remained 
at his post in the front of the car. 
There is a push button before him, 
which rings a bell at the rear end, 
giving warning to those in the path of 
the car that it is backing. 


OFFICERS ELECTED 


Following the technical discussion, 
the nominating committee presented a 
list of names for officers for the ensu- 
ing year. These were elected unani- 
mous'y, as follows: 

Honorary President, Julian H. Smith, 
president Montreal Tramways. 

Honorary Vice-President, Acton Bur- 
rows, proprietor Canadian Railway & 
Marine World. 

Honorary Advisory Council: T. 
Ahearn, Ottawa; F. A. Gaby, Toronto; 
D. E. Galloway, Montreal; George 
Kidd, Vancouver. : 

President, W. S. Hart, treasurer 
Quebec Railway, Light & Power Com- 
pany and vice-president Three Rivers 
Traction Company. 

Vice-President, W. R. Robertson, 
general superintendent of railways, 
Hydro-Electric Power Commission of 
Ontario, Toronto. 

Treasurer, 1 ee a Coleman, general 
manager Dominion Power & Transmis- 
sion Company, Hamilton. 

Auditor, L. Tait, manager and vice- 
president London Street Railway. 

Executive Committee: The president, 
vice-president, treasurer, immediate 
past-president (D. E. Blair, Montreal), 
and T. W. Brackenreid, Port Arthur; 
F. D. Burpee, Ottawa; A. H. Foster, 
Brantford; G.° Gordon Gale, Hull; D. 
W. Harvey, Toronto; D. W. Houston, 
Regina; L. Killam, Halifax; A. W. Mc- 
Limont, Winnipeg; H. E. Weyman, 
Levis; C. L. Wilson, Toronto. 

Following the election, Mr. Hart 
took the chair. In a brief address he 
stated that the Canadian association, 
while small, is exceedingly active and 
that much good has been obtained from 
its meetings. The chair then called on 
President J. N. Shannahan of the 
American Electric Railway Association, 
who was present. In a few well chosen 
remarks, Mr. Shannahan summed up 
the present railway situation. The 
smallness of the Canadian association, 
he said, does not count. The success 
of the association is measured by the 
work done by it and its members. Mr. 
Shannahan extended the facilities of 
New York headquarters to the Cana- 
dian association. He 
wants to make the American associa- 
tion more helpful to all of the sectional 
associations as well. Mr. Storrs, he 
said, is at the service of all operators 
and is glad to do what he can for them. 


said that he 
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This year the usual joint luncheons 
of the Canadian Electrical Association 
of the Canadian Electric Railway As- 
sociation were held, but no speeches 
were made. The annual banquet, held 
at the Windsor Hotel on June 11, was 
well attended. There was but one 
speaker, President Shannahan. After 
bringing greetings from the American 
association, Mr. Shannahan said that 
each year for the past ten had seemed 
a difficult, in fact .a critical, year in the 
electric railway industry. “This one,” 
he said, “is no exception.” 

“The particular problem of greatest 
concern to us at this time is in con- 
vincing our municipal authorities that 
we are in reality not solely electric 
railway people, but urban transporta- 
tion people, prepared for and desirous 
of giving the necessary service regard- 
less of the vehicle or the method. We 
are seeking to convince them that it 
is not only in the interest of fair play, 
but in their own interest to have a 
service in which the electric car and 
the bus are co-ordinated under one 
management, rather than seeking to 


The Business of Selling Rides* a. 


By WALTER JACKSON 
Fare and Motor Bus Consultant, af 
Mount Vernon, N. Y. ; . 


ELLING rides is a comparatively 

new business on this side the water, 
although the expression “Selling trans- 
portation” has been heard for a num- 
ber of years. However, the usual advo- 
cate of “selling transportation” meant 
the promotion of business through the 
improvement of public relations via bet- 
ter equipment, safer service, polite plat- 
form men, lost and found departments, 
general advertising of operating data 
and the like. He overlooked the fact 
that the flat-fare system was a real 
barrier to the sale of the ride. 

In all lines of merchandising it is a 
basic principle that goods be sold at a 
lower rate when the buyer purchases 
in wholesale quantities, when he pur- 
chases at slack periods, when he pays 
in advance and when he purchases on 
other than a necessity basis. 

Before our industry ‘can call itself 
a business it must depart from the idea 
that every purchaser pay the same 
price per ride regardless of the num- 
ber bought, the time of riding or the 


length of the trip. Voluntary traffic—. 


the off-peak variety that we need above 
all else—can come only through the 
differentiation of rates of fare. 


DIFFERENCE BETWEEN UNECONOMIC AND 
PROFITABLE DIFFERENTIAL FARES 


I am, of course, aware that Canada 
is well acquainted with certain differ- 
ential fares, such as the workmen’s 
rates. Most of these, however, are 
based more or less on franchise obli- 
gations. Indeed, the workmen’s rates 
are entirely wrong in principle. In 
some instances, also, there have been 
mid-day and Sunday reductions, but it 
does not seem that these concessions 
have been actively advertised. In any 
event, it cannot be said that there really 
is such a principle prevalent as “a 


*Abstract of paper presented before the 
Canadian Electric Railway Association, 
Montreal, June 10-12, 1925. 
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destroy each other in a competitive }) 
fight, in which the inevitable end is sheng 
ruin of one, if not of both. It seems) 
to me that the far-seeing municipality © 
is the one which, when besought to 
grant a franchise to a bus company 
bent on a competitive fight with the 
existing electric railway, sends for the |}, 
owner of the railway and says to him, 
“We desire a bus service in certain sec- 
tions of our city to supplement and 
extend the service you are now giving }) 
us; if you are desirous of supplying 
this service we will agree upon fair |» 
and equitable terms of the necessary — 
grant.’ 

“It is only when a utility is earning }) 
and paying its way that it can give a }. 
continuing and permanent service. Any — 
utility service, efficiently and honestly © 
managed, must be permitted to earn 
a rate of return high enough to induce 
the flow of capital necessary for exten- 
sions and betterments.” 

Mr. Shannahan told of the formation — 
of the advisory council of the Ameri- 
can association and the appointment }, 
of Mr. Storrs as managing director.  }. 


wholesale rate for wholesale use.” A 4} 
person who buys, say, five tickets at a ] 
lower rate does not have to use up j 
these tickets within any given period. 
Great Britain has had short-haul ~ 
fares from the beginning of tramways, — 
while Australia has edged over to 
what it calls “section” fares after start-— 
ing on the American flat-fare basis in. p' 
some cities. 
With the British system of zone fares i 
I wish to call attention to the principle # 
of charging .according to the length — 
of ride; also that the zones vary greatly | 
according to the density of traffic and| 
the location of traffic gathering points. — 
You may get less than a mile for your ~ 
penny downtown where customers are — 
plentiful, but possibly 2 miles at the) 
outer end of the route where customers: — 
are scarce. That’s business. H 
The London County Council Tram- — 
ways supplement their regular and 
workmen’s rates by a mid-day fare 
which combines the principles of the 
zone and the flat fare. Under this plan, 
it is possible to secure for 2d. between | 
say 10 a.m. and 4 p.m. a ride that 
might cost as much as 6d. at other) 
hours of the day. This plan, so far asi 
personal investigation showed, has been: 
a financial success on a number of 
routes for the reason that the addi-| 
tional riders found plenty of room oni 
the cars. This experience proved that — 
a transportion system that really does 
try to meet the fluctuations of the daily 
load can undertake traffic-stimulation 
schemes like this with more chance of 
financial gain than a motor-bus system) 
which neither meets the peak-hour con- 
ditions nor has high excess capacity. 
Another plan of the London County 
Council Tramways, inaugurated early” 
this year, is the sale on Saturdays andl! 
Sundays of a one-day shilling pass. 
Pittsburgh was a couple of months 
ahead of London with the Sunday-- 
holiday pass at 25 cents. This pass 


_ stances, 


routes. 


June 20, 1925 


ELECTRIC RAILWAY JOURNAL 


981 


is the second L.C.C. plan which the bus 
cannot follow safely because of its 
lesser capacity. 


LONDON—LEADER IN RIDE 
SALESMANSHIP 


London, also, has the greatest ride- 
selling organization in the world—the 
great traffic combine which is made up 
of most of the underground railways, 


the London General Omnibus Company 


and several suburban tramways. There 
the art of selling the ride from the 
viewpoints of differentiated fares, 
shorter headways, faster equipment, 
passenger convenience and the appeal 
of the printed word and colored poster 
has been developed to a pitch that we 
can hardly hope to equal. 

As the posters used in London will 
speak for themselves, I need only add 
that these and other activities of Lord 
Ashfield’s aptly-named commercial de- 
partment have been the inspiration for 
much of our work in the United States. 
The lure of these posters is backed 
by deeds. When Albert Stanley came 
to London the rule was long trains at 
long intervals. He converted them to 
short trains at short intervals. Fares 
were on a cumulative zone basis which 


-made them too high to foster suburban 


development. He encouraged modifica- 
tions that shaded the fare for the 
steady long-haul rider by means of 
season tickets and thus led to still 
further extensions of the rapid transit 
Train speeds were sluggish. 
He sought untiringly for the best in 
control and signal equipment. Patrons 
found it hard to reach the stations and 
irksome to wait for trains far below 
ground. He introduced a wonderful 
variety of direction signs, arranged to 
have the lift stay on the reassuring 
street level until the coming of the 
train was signaled and, in other in- 
provided moving stairways 
whose worth might be studied profit- 
ably by some of our own rapid transit 
and suburban transit organizations. 


RIDB-SELLING FARES IN AMERICA 


Under the strain of the World War, 
the nickel fare and the less-than-a- 
nickel fare went to smash. Fare in- 
creases aroused much greater hostility 
than the ballooning of other items. 
Then, too, the personal automobile came 
along to reduce traffic—aside from the 
temporary jitney. The net resu't was 
that the car ride no longer was an 
indispensable article to very many. 

At this date it is plain that much 
of the hostility could have been avoided 
if the railways had sought a more busi- 
ness-like solution than a flat increase 
in fare. The case of San Diego, for 
example, shows how much wiser it was 
to retain the popular 5-cent rate for 
the short rider at least. In this in- 
stance the company’s revenues were 
increased by more than 30 per cent 
without losing any customers. So, also, 
at New Bedford the 5-cent fare was 
retained in principle but was now re- 
stricted to a ride between the town 
center and the suburbs. 

In these installations, made imme- 
diately after the war, success was far 
greater and fare collection far more 
convenient than on the general run of 
properties with their 6, 7, 8 and 9-cent 


_ Yates installed regardless of the length 


of ride. It is true that modifications 


COMING MEETINGS 


Electric Railway and 
Allied Associations 


June 22-26— American Institute 
of Electrical Engineers, Saratoga 
Springs, N. Y. 

June 26-27—New York Electric 
Railway Association, Hotel Cham- 


plain, Bluff Point, Lake Champlain, 
INGA 


July 17-18 —Mid-West Claim 
Agents’ Association, Hotel Jefferson, 
St. Louis, Missouri. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

August 12—Metropolitan Section 
A.E.R.A., Summer Outing at Pelham 
Bay Park. 

August 13-14—Wisconsin Utilities 

_ Association, Hotel Wausau, Wausau, 
Wis. 

August 27-28—Operators’ Section 
of the Iowa Electric Railway Asso- 
cietion, Hanford Hotel, Mason City, 
Iowa. 

Sept. 10—Central Electric Rail- 
way Master Mechanics Association, 
Grand Hotel, Anderson, Ind. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


in the form of ticket or token rates 
came along in time, but when we note 
ene large company selling four tokens 
for 26 cents against a 7-cent cash fare 
we can appreciate that ride salesman- 
ship and conductor-customer contacts 
have not received much consideration. 
There is something wrong with any 
fare system that calls for excessive 
change making, partly in causing waste 
of time and partly in emphasizing the 
expense of the ride. 

On the Boston Elevated Railway the 
introduction of 5-cent short-haul fares, 
chiefly for the self-contained suburban 
towns, proved an excellent way of re- 
storing the system to practically the 
same public usefulness as. under the 
pre-war 5-cent universal fare. A few 
months ago these short-haul lines were 
raised to 6 cents, but inasmuch as the 
average ride on these lines is only 
ig miles it is not apparent that the 
change has proved fruitful. 

Much credit is due to the Eastern 
Massachusetts Street Railway for rec- 
ognition of the fact that a railway 
system covering an extensive urban and 
suburban territory cannot expect to get 
most revenue and most riders from a 
uniform fares plan. Although the cas- 
ual rider pays 10 cents, the regular 
and semi-regular rider on some divi- 
sions enjoys as low a fare as 5 cents 
through the purchase of punch cards. 
To my mind this is a far more sen- 
sible plan than insisting that a!l fares 
should be alike throughout a large sy3- 
tem. If there is a feeling that the local 
fares are higher than a self-contained 
policy would make them, the manage- 
ment must expect to stay in hot water 
most of the time and fail to get more 
revenue from more riders. 


One of the most pertinent develop- 
ments in short-haul fares is the 5-cent 
center to city boundary policy of the 
Fublic Service Railway of New Jersey. 
For some years following the zone fare 
trials, the company held fast to the 
old plan of a higher and higher flat 
fare with transfer charge regardless 
of length of ride. On the other hand, 
the jitneys which swarmed in all the 
Public Service towns used in most cases 
the simple but disastrous'y effective 
weapon of a non-transfer 5-cent fare 
between city center and boundary. They 
generously left to the railway those 
passengers who had to ride across town. 
Today the railway in absorbing the jit- 
neys is also absorbing this fare plan 
to an ever-growing degree. 


Lower RATES FOR WHOLESALE USERS 


In all of the fare plans described, 
and also in plans which grant some re- 
duction for riding during the off-peak 
hours, there is one important omission 
—namely, the person who enjoys the 
lower rate is not necessarily a whole- 
sale rider. It is, of course, all right 
to grant a reduction to any class of 
voluntary rider where a short-haul or 
off-peak condition is involved; but it is 
still better if such fares can be supple- 
mented by a rate that rewards the con- 
sistent everyday patron of the service, 
both in lowering the cost of the ride 
and in making the process of fare col- 
lection more agreeable. 

The latter thought is the basis of the 
unlimited-ride pass which is now in 
service in at least fifty communities. 
The idea of the pass was born directly 
from the conditions that are peculiar 
to the manufacture and use of mass 
transport mileage. During the few 
rush hours we have more passengers 
than seats—at least in one direction; 
and during the many non-rush hours 
we have more seats than passengers 
under any form of schedule yet devised. 
Some of these seats can be filled by 
short-haul, by mid-day, by shoppers 
and by theater rates; but the largest 
number will be filled if we can get 
every regular rush-hour patron to du- 
plicate his rides for some voluntary 
object, as going home to lunch, going 
to entertainments oftener, paying more 
visits than before, etc. 

It is sound salesmanship to make the 
customer forget the cost if we can. The 
pass reduces the spending transaction 
to once a week. By selling our trans- 
port in the convenient weekly package, 
we avoid the need of giving refunds in 
case the buyer finds he will not need all 
the purchase. 

It is also sound salesmanship to 
make the purchaser feel that he is a 
bit better than somebody else. The 
rider with a pass does not have to 
stand in line for change, tickets or 
transfers. He flashes his badge of 
authority and passes on while the other 
riders are still at the fare box. More 
important than this is the privilege of 
boarding any car any time for any dis- 
tance. He no longer rides just because 
he must; he also rides because he wants 
to. 

Since the pass is intended to benefit 
the wholesale rider, the next question 
to consider is what the price should 
be. In general, we must get at least 
as much money as before, but in return 
we will give more of the service now 
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going to waste. The usual price of the 
pass, therefore, is fifteen or sixteen 
times the standard rate paid by the 
riders who buy tokens or tickets. In 
exchange, it is found that the pass- 
holder averages 25 to 30 rides a week. 

One other factor to be touched on in 
connection with prepaid transportation 
like the pass is its effect in recapturing 
riders from automobiles. The auto 
owner himself is led to look more favor- 
ab'y upon the trolley because he is 
flattered by solicitations for his patron- 
age and because the form of rate ap- 
peais to him. The possible car rider 
who is carried for nothing by the auto 
rider is less likely to accept or wait for 
such free conveyance if he has been 
induced to buy an unlimited-ride pass. 

Parking restrictions, falling off of 
novelty and increased gasoline charges 
are weaning the auto owner from using 
a luxury vehicle for business purposes. 
So there is no reason for mass trans- 
port purveyors to despair. 

Quite lately, for example, I have 
helped to put on the pass under condi- 
tions where the cash fare was increased 
to 10 cents, the ticket or token rate left 
unaltered and the pass added. This 
produces three rates of fare according 
to the degree of patronage. Inasmuch 
as we do not disturb the rates paid by 
the regular and semi-regular riders, 


there can be little plausible opposition 
to a change in rates which really re- 
sults in a lower average fare as well 


show the loading and unloading speeds 
of the two and three-door trailers, of © 
which we have 225 in service: : 


Number of 
Passengers 
6 to 
11 to 
16 to 
21 TOP 2hieese- es 5: 
26 to 


LOADING AND UNLOADING TIME FOR TORONTO TRAILERS 


Three-Door Trailer Two-Door Trailer 


Seconds Per Cent Seconds Per Cent 
Be on 87.4 100 94.0 107.7 
ue eet 132.2 100 161.7 122.3 
eaten 189.4 100 232.9 123.0 
BB os 238 100 289.9 121.8 
canes 297.9 100 366.5 123.0 


as greater revenue and more riders. 
It is clear, also, that a fare schedule 
free from edd coins and with almost no 
change making is a splendid tool for 
the rapid interchange of passengers on 
one-man cars. 


RIDE-SELLING FARES IN PITTSBURGH 


The remainder. of Mr. Jackson’s 
paper dealt with methods adopted in 
Pittsburgh in recent months for mer- 
chandising transportation. These in- 
cluded the extension of the transfer 
privilege on Sundays, the 25-cent and 
40-cent Sunday passes and the weekly 
pass. These innovations have been de- 
scribed from time to time in ELECTRiC 
RAILWAY JOURNAL. The establishment 
of 5-cent fare zones where possible was 
also mentioned as a means of building 
public good will. 


Car Designs and Their Relation to 
Operating Conditions’ 


By J. METCALF 
Traffic Department, Toronto Transportation Commission 


ITH a view ultimately to having 

uniform entrance to all cars 
operated by the Toronto Transporta- 
tion Commission, it was decided to 
adopt the front entrance as standard 
for the system. The one-man car 
necessarily has a front entrance. 
Standardization in this respect is’ ap- 
preciated by the car rider and assists 
in securing maximum speed in opera- 
_tion. The closeness of the entrance 
door to both waiting and approaching 
passengers, and the get-away of the 
car is accelerated by having entrance 
door under the control of the motor- 
man as well as in close proximity to 
him. 

When intersection operation is under 
police control considerable saving is 
possible with the front-entrance cars 
owing to the close co-operation that 
exists between traffic officers and motor- 
men in Toronto. The traffic officer is 
near the center of the intersection, and 
consequently he can clearly see only the 
front door of a standing car. The 
traffic officer usually takes into account 
the readiness or otherwise of the street 
car to proceed, and regulates his sig- 

*Abstract of paper presented before the 
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nals accordingly. This is particularly 
the case in the downtown area during 
the evening rush hour, when the pre- 
vailing movement of passengers is out- 
bound. 


LOADING AND UNLOADING DATA 


An independent traffic department of 
the commission has made a running 
check on the loading and unloading 
times of the various types of cars 
operated. The figures shown in an ac- 
companying table are the sums of the 


average times for five groups of pas- 


sengers, that is, 82.2 (quoted in the 
first column in the table) is the sum of 
the average combined time of loading 
and unloading six, seven, eight, nine 
and ten passengers on Peter Witt 
ears. By dividing this sum by: five 
we arrive at the average combined 
loading and unloading time of a group 
of from six to ten passengers. : 
It will be readily observed from the 
above that the Witt car is the speed- 
iest loading and unloading of the three 
two-man types of cars referred to in 
the table. It shows that the pay-as-you- 
leave cars absorb about 20 per cent 
more time, and the pay-as-you-enter 
type about 23 per cent more time. 
The following comparative figures 


RELATIVE LOADING AND UNLOADING TIME FOR TORONTO MOTOR CARS 


Number of Peter Witt Pay-As-You-Leave Pay-As-You- Enter 
Passengers Seconds Per Cent Seconds Per Cent Seconds Per Cent 
GON T'O NS Seranacee micterecorde 82.2 100 98.2 119.5 100.1 121.9 
LY toil Bins sparks. learnt. ape 123.8 100 148.7 120 152.9 123.4 
MOY LOD 201 Mga crolahay syeheg teks tiaye n fa Wes 100 201.8 117.8 204.3 119.5 
21 TO. 2B eee eon netetend serene: 214.6 100. 251.2 117 269.2 125.2 
26 LOB Or rentaatls sles KTR S 255.9 100 317.2 124 319.6 1.24.8 


The third door in the.trailer can be 
used for entrance or exit, as_ traffic 
warrants. Its advantages are particu- 
larly marked during hours of heavy 
traffic. 


ONE-MAN CARS—DOUBLE AND 
SINGLE TRUCK 


The necessity and practicability of 
operation of one-man cars for certain 
routes in Toronto was decided upon 
after careful observation. 

While cars of the Birney type, with 
one door at the front end for entrance 
and exit, have been successful, it was 
thought that cars with more accommo- 
dation for riders and better facilities 
for leaving the car would be a great 
improvement. The operation of a car 
with treadle exit, as used in Chicago, 
was carefully investigated; also a 
double-end car with rear treadle exit 
in Washington. 

One hundred double-truck one-man 
cars, with front entrance and exit and 
rear treadle exit, have been converted 
from pay-as-you-enter type cars. The 
revised seating accommodates 51 pas- 
sengers, as against 38 previous to al- 
terations. The width of the cars per- 
mitted cross seats to be placed only 
on one side and the longitudinal seat 
on the closed side was continued around 
the rear vestibule. Passengers, with- 
out doubt, appreciate the cross seats, 
and I believe that many riders are at- 
tracted to cars fitted with this type of 
seat whenever a choice is possible. 

With one exception, these one-man 
cars were put into operation on routes 
previously equipped with two-man cars. 
The cost of conversion, including full 
safety control and the other necessary 
features, is being absorbed by operat- 
ing economies within eleven - months 
where the one-man car has replaced the 
two-man car, the same standard of 
service being maintained by the one- 
man car. The fact that over 95 per 
cent of the revenue passengers in To- 
ronto pay their fares by tickets greatly 
facilitates one-man operation. 

The one-man cars with rear treadle 
exit were placed in service during .No- 
vember last, and at present six routes 
are fully equipped with this type of 
car. Two routes operate into the cen- 
ter of the city and maintain the sched- 
ule speed, with other types of cars 
operating partly or wholly over the 
same route. : 

Operators are successfully handling 
the treadle car with capacity loads, and, 
as they would quickly point out faults 
in connection with the car, the absence 
of any complaint from them justifies a 
statement that the car is satisfactory 
from an operator’s point of view. 

During the month of March a route 
was changed over from operation by 
single-truck one-man. safety cars, with 
a seating capacity of 32, to the double- 
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truck, front entrance and exit and rear 
treadle exit cars, with seating capacity 
of 51.° The receipts of the route after 
the change show an increase of 14 per 
cent in revenue passengers and 17 per 
cent increase in transfer passengers. 
There was no alteration whatever in 
the schedules operated by these two 
types of cars. 


LOADING AND UNLOADING SPEED 


A careful study of stop-watch obser- 
vations indicates that these cars handle 
boarding passengers slightly s'ower 
than the two-man type of car, owing 
to the operators of the car having the 
additional duties of collecting tickets, 
making change and issuing transfers. 
Speed of the one-man treadle car in 
handling alighting passengers exceeds 
that of any two-man type of car oper- 
ated in Toronto. As the car is under 
the entire control of one man it is much 
more speedy at a traffic controlled in- 
tersection than a two-man type, as 
it is not held by the conductor or the 
second man in control of car doors. 
Stop-watch observations indicate 
clearly the ability of the one-man 
tread'e car to meet schedules. It is 
operating in Toronto on routes where it 
parallels for miles cars manned by two 
men without interference to the run- 
ning time of the latter cars, a con- 
siderable portion of the routes being 
through the downtown congested area. 
As regards safety, our records show 
conclusively that the operation of the 
treadle car is equally as safe as two- 
man cars on a basis of car mileage 
operated or on a basis of passengers 
carried. 

All intersections are equipped with 
automatic electric track switches for 
turning the necessary points on all 
routes where cars operate on all-day 
service. While the advantages of elec- 
tric switch operation are many for 
two-man operated cars, it would ap- 
pear, from a point of efficiency, to be 
an absolute necessity to have auto- 
matic switches for one-man operation, 
especially in city service, where inter- 
sections are relatively numerous. These 
switches have proved very reliable. 
We only receive, on an average, one 
emergency call to a defective switch in 
every 81,000 switch operations. 


Srx-Motror Two-Car TRAIN 


Six-motor two-car trains are being 
converted from cars of the type for- 
merly used as pay-as-you-enter. One 
experimental train has been in service 
since the latter part of last year. The 
entrance to the first car is at the front; 
in fact the car is identical with the 
pay-as-you-leave type. 

The second car of the train is front 
entrance and exit, with rear treadle 
exit, and in so far as seating arrange- 
‘ment and general layout are concerned, 
is similar to the double-truck one-man 
cars. A movable barrier permits the 
conductor to use both doors at the front 
for exit or entrance, as required by 
traffic. This operation of the barrier 
materially assists in speeding up the 
loading and unloading of the car. 

' The first car of the train can be un- 
coupled and operated as a single car 
just as speedily as a car used for dead 
trailer operation, thus giving full flex- 
ibility to half of the equipment used 


in the making up of the train; also it is 
fully equipped to pull the standard 
dead trailer, thus rendering the car one 
hundred per cent flexible. This type of 
two-car train was finally adopted after 
careful consideration had been given by 
the management to both this combina- 
tion and the articulated type of two-car 
trains. 


( 


The standard color of cars in To- 
ronto is red, with cream color trim, 
and the appreciation expressed by the 
public and others interested, when cars * 
were first painted this color, has not 
lessened since it was adopted. We have 
found that the bright car stands out 
distinctly. This is a great assistance 
in minimizing accidents. 


Features of Toronto Treadle Cars* 
By W. R. McRArE 


Rolling Stock and Shops Department, 


ITH the exception of a few 

double-truck, double-end cars all 
of the cars which have been redesigned 
and converted were formerly owned by 
the Toronto Railway and were operated 
by that company as pay-as-you-enter 
cars. These cars totaled 347. 

The first lot of cars to be altered 
were converted to pay-as-you-leave 
type. The seating capacity was con- 
siderably increased by extending the 
closed side longitudinal seats into and 
around the rear vestibule. The con- 
ductor’s station is located at rear end 
of car body on the open side in such a 
position as to insure full control and 
safe operation of the exit door. A rail- 
ing has also been installed, which pro- 
vides a considerable area of “prepaid” 
accommodation. 

Part of this pay-as-you-leave yroup 
are equipped to operate as No. 1 car of 
the two-car trains and the others for 
non-trailer operation. The majority of 
the remainder have been altered to 
single-end, double-truck, one-man cars 
with front entrance and exit and rear 
treadle exit. 

The realization of the management 
and officials that a change in design 
was necessary in the entrance and exit 
arrangement of the one-man car if its 
use was to be extended in Toronto led 
to an investigation of “treadle’”’ oper- 
ated doors and the possibility of their 
adoption to meet our requirements. 
The necessary alterations were made to 
a pay-as-you-enter car to permit of the 
installation of this door operating de- 
vice. The alterations were made along 
the lines of the car which we inspected. 
[The reconstruction of this car was de- 
scribed in ELEcTRIC RAILWAY JOURNAL 
for Nov. 8, 1924, page 799, and Dec. 
20, 1924, page 1036.—Eb.] 

After the door operating mechanism 
was installed it was found necessary 
to make such alterations as would pre- 
vent any possibility of the door slam- 
ming closed in the face of an alighting 
passenger, which it would do if operator 
released the brakes, and further to per- 
mit passengers to be entirely clear of 
the door during the closing operation. 
I introduced an auxiliary valve into the 
system, located adjacent to the original 
valve puller valve, in such a manner 
that both valves were operated simul- 
taneously. Air pressure was piped 
from the emergency line through this 
auxiliary valve into the valve puller 
cylinder, when valves were at the “door 
open” position. Brakes could now be 
released while the door was open, and 
it could not close while sufficient weight 
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Toronto Transportation Commission 


was on the treadle or step to keep the 
auxiliary valve open, but just as soon 
as all weight was removed, the auxili- 
ary valve would close, and air in valve 
puller cylinder would exhaust, permit- 
ting spring to return puller to “door 
closed” position. 

A demonstration showed that a prac- 
tical solution had been found to over- 
come all of the previous difficulties and 
weaknesses in operation of one-man 
safety cars, and, further, that a one- 
man operated car of larger dimensions 
than heretofore used was practicable 
for moderately heavy city service. 
Orders were immediately p'aced for 
sufficient safety car control and treadle 
door operating mechanism to equip 100 
cars. 

A number of cars were equipped in 
the above manner and placed in service. 
They operated very satisfactorily, but 
it was found, however, to be rather 
difficult to maintain proper adjustment 
of the door operating and _ holding 
valves on account of variable friction 
losses in the mechanical method of 
transmitting movement from _ the 
treadle plate in platform floor to the 
control valves located in the door en- 
gine housing above the door. To over- 
come this difficulty, the manufacturers 
of the treadle apparatus supplied me 
with two electro-magnetically operated 
valves. These, together with the neces- 
sary resistance and a contact switch, 
obviated the troubles we had encoun- 
tered in the mechanically-operated 
apparatus, and gave us as nearly a 
perfect door operating mechanism as it 
is possible to have. 

It is our intention to replace the 
few mechanically operated treadle door 
mechanisms now in service with elec- 
trie control as quickly as the necessary 
parts can be secured from the manu- 
facturers. 

Full safety control. including a line 
switch, is used, with the exception that 
the operator’s foot valve has been dis- 
pensed with. The removal of this valve 
compels the operator to complete trans- 
actions with passengers before starting 
the car. , 

Position on Brake Valve. The brake 
valve has been arranged so that the 
ports of same come into action, start- 
ing from “release” position, in the fol- 
lowing order: (1) Application of 
brakes; (2) rear exit door operative; 
(3) front entrance door open and rear 
exit door operative; (4) emergency 
position. 

The second position, which has been 
added to the brake valve by a re- 
arrangement of the ports, permits of 
selective operation of’ rear exit door. 
When the brake valve is at “release” 
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position, permitting the car to move, 
the doors cannot be opened. 

When the brake valve is thrown to 
emergency, air is exhausted from the 
door engines and the front entrance 
and rear exit doors may be opened. 

Front Entrance and Exit Doors. Two 
double-leaf, outward-folding doors with 
folding steps are installed in front 
vestibule. The forward pair are for 
entrance and the other for exit. A 
curved rail is installed from the center 
of these two doors to the center 
of bulkhead, to separate incoming 
from outgoing passengers. The en- 
trance doors are pneumatically oper- 
ated, both opening and closing. The 
exit doors are manually operated, both 
closing and opening, and cannot be 
opened except while the entrance door 
is open. The exit door will close pneu- 
matically if open when entrance door 
is being closed. This arrangement per- 
mits of selective door operation without 
the use of two door engines. 

Rear Door Red Light Signal. When 
the rear exit door is open a circuit is 
established which lights a red signal 
lamp in front of the operator. This 
red light will remain lighted so long 
as the rear exit door is open. 

Rear Treadle Step Illumination and 
Vehicular Signal. The opening of the 
rear exit door also establishes a circuit 
of five lamps, three in the ceiling of the 
rear vestibule directly over the tread!e 
plate and step. The other two, which 
are red, are located on the outside of 
the rear vestibule under the door engine 
housing. These warn vehicle drivers 
that the rear door is open and that 
passengers are about to alight. 

Full Treadle Operation of Rear Exit 
Door. The operating valves of the 
rear door engine have been so arranged 
that the closing of the front door will 
not cause the rear exit door io close 
while there is any weight upon the 
treadle or step. 

Operation of Treadle. A passenger 
desiring to alight at the rear door may 
step on the treadle and wait until the 
car comes to a stop and the operator 
has placed the brake valve handle at 
the “door open” position. Then, and 
not until then, will the rear door open, 
and it will remain open so long as 
there is any weight on the treadle or 
step. When all weight has been re- 
moved from the tread!e and step the 
door will slowly close, re-establishing 
the control circuit and switching off 
the red signals at the back of the car 
and in front of the operator and also 
the extra illumination above the treadle. 

The car is equipped with the usual 
safety features to make the rear door 
inoperative, to allow the doors to be 
opened when the car is left unattended, 
and to permit operation in the event 
of failure of the air. In the latter 
event the front doors are operated by 
hand while the rear door is kept closed. 


DOUBLE-END CARS WITH REAR 
TRBEADLE EXIT 


At the present time we are complet- 
ing the installation of rear treadle 
operated exit doors on thirteen double- 
truck, double-end cars. They are 
equipped with full safety control, sim- 
ilar in every respect to the equipment 
just described. ,In connection with the 
treadle exit doors on both ends of the 
car, it was our desire to reduce the 
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operator’s duties to a minimum, when 
changing from one end of the car to 
the other at terminals. To accomplish 
this, the electrical contacts for the 
treadle doors, operator’s signals, rear 
red light, treadle signals and Nichols- 
Lintern red and green light circuits 
are interlocked in the controller, so 
that when controller handles are 
changed to the other controller, all 
circuits are automatically made to suit 
the direction of car movement. 

The first or lead car of this combi- 
nation is similar in layout and opera- 
tion to the pay-as-you-leave type which 
are equipped to haul trailer cars, and 
the similar type used for non-trailer 
operation. They are, however, equipped 
with an auxiliary set of resistances, 
extra electric contacts on automatic 
couplers, a line switch and a specially 
designed drum switch. This latter 
switch must necessarily be operated 
when making up or breaking trains. 
The drum switch, in addition to con- 
trolling compressed air lines and the 
electrical circuits between the two cars 
of the train, also takes care of shunt- 
ing in and out of service the auxiliary 
resistance of the No. 1 car. The elec- 
trical connections in the coupler head 
of this type of car are arranged so 
that they can be coupled to and oper- 
ate a standard trail car. All doors 
of the train are interlocked with the 
control circuit. 

The second ear of the six-motor train 
is designed for front entrance and exit 
and also rear exit by tread!e operated 
door and step located in the rear vesti- 
bule. This car is equipped with two 
motors of similar type and gear ratio 
to those used in the first car of train. 
Both motors are installed in the for- 
ward truck. Also a trolley pole, circuit 
breaker, reverser switch and resistor 
unit are included in the equipment. 
When coupled to the leading car the 
trolley pole is hooked down to the roof, 
the circuit breaker opened and the re- 
verser switch set in forward position. 
When it is desired to move this type 
of car in yards or buildings, or to make 
up trains, the trolley pole is placed on 
the wire, the reverser switch, which 
has a removable handle, is set in the 
desired direction of movement, and by 
means of the circuit breaker and pow- 
ered hand brake, well controlled and 
safe movement is secured. 

Control of both front doors and the 
rear treadle operated exit door is 
located at the conductor’s station. The 
front doors are equipped with a pneu- 
matic door engine, operated in the 
usual way by lever and rod to engine 
valve. The rear treadle exit door is 
operated by a switch of the push but- 
ton type, which, when in position for 
train movement, closes the train con- 
trol circuit and opens the circuit 
through which passes current to one 
of the electro-magnetic valves of the 
rear treadle exit door engine making 
it inoperative while the train moves. 

When the train is at rest, and it is 
desired to have the rear exit door be- 
come operative, the door control switch 
is thrown to rear door operating posi- 
tion. This movement opens the train 
control circuit and connects the circuit 
to the treadle valves and switch. The 
depression of the treadle comnletes the 
circuit and the exit door will open. 

Should the conductor inadvertently 
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or premature’y reverse this switch, the 
rear exit door will not close in the face © 
of alighting passengers while there is © 
weight on the treadle or step. Due to 


train control interlock, the train can- a | 


not be started until the doors are all 
closed; therefore, the train cannot be 
moved until all the doors are closed 
and proper circuits established. Red 
signal lights, located in front of the © 
motorman of the train and the con- 
ductor of the second car, are lighted 
while rear treadle door of second car is 
open. The standard signals between 
motorman and conductor of second ear, 
as used in all trail cars, are installed 
in the second car of the train. 


New York State Convention 


LANS for the 43d annual meeting 

of the New York Electric Railway 
Association are virtually complete. The 
meeting will be held at Hotel Cham- 
plain, Bluff Point, N. Y., on June 26 
and 27. Following is the program of 
the technical papers to be presented on 
Friday, June 26, beginning at 10 a.m.: 


“Some Comment on the Electric Railway 
Industry,” by Lucius S. Storrs, managing 
director American Electric Railway Asso- 
ciation. 

“Electric Railway Equipment Mainte- 
nance and Shop Practice,” by L. J. Davis, 
assistant to general manager Brooklyn 
City Railroad. 


“Why _Doesn’t New York Speak for 


Itself?” by Labert St. Clair, director of 
advertising American Electric Railway 
Association. 


“What Can Be Accomplished by a State 
Information Committee,” by J. S. S. Rich- 
ardson, director of the Pennsylvania and 
New Jersey Committees on Public Utility 


Information. 
“Is Educational Work Worth While?” 


by Edward Dana, general manager Boston 
Elevated Railway. 

“The Investigation and the Trial or 
Settlement of Accident Cases,” by W. Harry 
Sefton, assistant counsel Brooklyn-Man- 
hatton Transit Corporation. 

“The Articulated Car,” by W. G. Gove, 
superintendent of equipment Brooklyn— 
Manhattan Transit Corporation. 

“Track Economies Through Welding,” by 
R. B. Fehr, development engineer Rail 
Welding & Bonding Company. 


There will be two speakers at the 
dinner Friday evening. One will be 
William L. Ransom, general counsel 
Consolidated Gas Company, New York, — 
and formerly chief counsel Public 
Service Commission of New York, — 
who will speak on “Utility Manage- ~ 
ment Under State Regulation.” There 
will also be a talk on topics of the day 
by Dr. E. J. Cattell of Philadelphia. 

Special Pullman cars will be attached ~ 
to New York Central train No. 29, leav- © 
ing New York on June 25 at 8 pm. 7 
Eastern standard time. The cars will 
be detached from the train at Bluff 
Point, so that it will not be necessary 
to leave them immediately upon arrival. 
One sleeper will return to New York, 
leaving Bluff Point on June 27, and the 
remainder on June 28. Applications for 
Pullman accommodations, together with 
transportation, should be made to Carl ~ 
Beck, 150 Broadway, New York City. 

The entertainment committee is pre- 
paring a program which will include 
sightseeing trips, bridge tournaments, — 
dancing, ete. There will be a sweep- 
stakes handicap golf tournament. Hand- 
icaps should be sent to T. R. Langan, 
chairman entertainment committee, 150 
Broadway, New York City. 

Hotel reservations can be made 
through J. P. Greaves, 2 West 45th 
Street, New York City. 
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‘Mid-West Claim Agents 
to Meet in St. Louis 


T. LOUIS, MO., will be the scene of 

the fifth annual convention of the 
Mid-West Claim Agents Association, 
which will be held at the Hotel Jeffer- 
son on July 17 and 18. In addition to 
the address of President Trevor Neil- 
son and reports of officers, a number of 
papers will be presented. 

An address of welcome by Mayor 
Victor J. Miller of St. Louis will open 
the Friday session at 10 a.m. Dr. T. V. 
Boyd will discuss “The Relation Be- 
tween the Public and the Company 
from a Company Surgeon’s Point of 
View.” Charles B. Hardin will speak 
on “What Methods Does the Claims De- 
partment Follow in Preparing Cases 
for Trial?” 

At the afternoon session on July 17, 
beginning at 2 o’clock, papers will be 
presented by Dr. Henry J. Scherck on 
“Perjury for Pay”; by Walter E. Rob- 
inson on “To What Extent Does Your 


Legal Department Enter into the Set- 
tlement of Either Claims or Litigated 
Cases”; by R. S. Mahan on “Practical 
Prevention of Accidents’; by D. L. 
Fennell on “Co-operation Between 
Operating Department and Claim De- 
partment.” 

The Saturday morning session will 
begin at 9 o’clock. At this session 
papers will be read by D. M. Finch 
on “The Bonus Plan in Effect in Des 
Moines”; by C. B. Proctor on “Results 
of Collective Bonus System”; by H. F. 
Burnie on “Motorbus Operation from a 
Claim Agent’s Point of View”; by S. 
G. Shaw on “What Effect Has the 
Automobile Had in Lowering the Cali- 
ber of Witnesses Secured by the Plat- 
form Men”; by Warren Swisher on 
“Should Pedestrians Be Permitted by 
Law to Halt Vehicles at Street Cross- 
ings.” 

Following the presentation of papers, 
there will be the annual election of 
officers and general business of the as- 
sociation. 


Increasing Passenger Traffic 
by Advertising” 


By FRANK L. BLANCHARD 
Director of Public Relations 


Henry L. Doherty & Company, 


VERY street or interurban electric 

railway company should have a 
well-defined advertising policy. Its an- 
nual budget should contain an appro- 
priation to cover the estimated cost of 
the publicity for the ensuing year. 
This, of course, cannot be determined 
until after a thorough canvass of its 
advertising needs has been made. 

There are two kinds of advertising 
that should be regularly carried on by 
a live railway company intent upon 
getting the most out of its territory. 
Institutional advertising is employed to 
create public good will. It consists of 
attractively prepared advertisements 
setting forth important facts about the 
company, its organization and person- 
nel, the service it renders the commu- 
nity and its achievements. Such adver- 
tising is wholly educational in char- 
acter, its purpose being to interest the 
public in the enterprise as a home 
town institution and thus build good 
will for it. 

The second kind of advertising street 
railways must undertake, and by many 
operators considered of greater impor- 
tance than institutional advertising, is 
business-getting publicity. It takes an 
entirely different kind of copy to in- 
duce people to become riders in our 
cars. Business-producing advertising 
deals with the character of the service 
the company is furnishing the public; 
points out the advantages of street cars 
over other forms of transportation 
available in cities; gives a list of the 
parks, resorts and other places of in- 
terest that may be reached by the com- 
pany’s lines; tells how open-air car 
Tiding contributes to good health; how 
Much safer the cars are for children 
going to school than walking on the 
sidewalks where they must cross many 


*Abstract of a paper presented before the 
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New York 


streets; how much time can be saved in 
the larger cities by women when out 
shopping. 

I think you will agree with me that 
one of our most important tasks is to 
induce the owners of automobiles to use 
the street cars instead of their motor 
cars in going to and from their places 
of business. 

The question that we as street rail- 
way men want answered is this: “How 
can we convert automobile riders into 
car riders?” One thing we can do is 
to secure a list of automobile owners 
in our territory and plan a direct mail 
advertising campaign that will place 
before them facts and arguments that 
will convince them that while automo- 
biles are a great convenience and com- 
fort, they are inconvenient and inap- 
propriate for use in congested city 
territory. The letters, booklets or folders 
used in such a campaign should be pre- 
pared with great skill. All statements 
made concerning automobile riding 
should be conservative, in order not to 
offend or antagonize those who own 
motor cars. 

I take it for granted that you are all 
regular advertisers in the newspapers. 
While your direct-mail campaign is on, 
one of your newspaper ads each week 
should also be devoted to the conversion 
of automobile riders into street car 
riders. These two advertising forces 
working together will be found mighty 
effective in increasing the volume of 
passenger traffic, not only in winter 
when many automobile owners lay up 
their cars but also during the summer 
when inducements to take to the road 
are so numerous. 

In those cities where bus companies 
compete with the street railway the 
latter will find advertising an import- 
ant factor in maintaining or in build- 
ing up its traffic load. For short hauls 
the street cars have so many advant- 


ages over the buses that there should 
be no difficulty in convincing a large 
part of the public that the street cars 
furnish the best service. 

“What are some of these advant- 
ages?” you may ask. First there is 
the roadbed. Street cars travel on a 
smooth, level track while buses proceed 
over pavement or other surface that is 
often rough and uneven. Moreover, 
street cars are roomy, commodious and 
well ventilated. Buses are, of neces- 
sity, smaller, the seating facilities are 
cramped and the ventilation in winter 
is poor. 

But, someone will say, all these 
things are known to everybody: there- 
fore, why spend money in advertising 
them to the public? As a matter of 
fact, they are not known to everybody. 
Because you know them is no proof 
that any considerable part of the com- 
munity knows them. Human nature is 
such that people are ignorant of many 
things that they see every day and 
yet do not observe. If we have a busi- 
ness message we desire to lay before 
them we must put it in the simplest and 
most attractive form and then repeat 
it over and over again ‘until finally it 
registers in their brains. 

In our street railway advertising we 
must keep this fact constantly in mind. 
We must make our announcements so 
readable and interesting that people 
will want to look at them. There are 
many persons in the world who do not 
appreciate the advantages they enjoy 
until someone comes along and tells 
them what they are. Street cars are 
such familiar objects that we overlook 
the ways in which they contribute to 
our comfort and make our lives pleas- 
anter. 

A new factor in the street railway 
and other public utility businesses that 
will greatly stabilize and promote our 
industry is customer ownership. All 
advertising is not confined to the news- 
papers, the magazines and the bill- 
boards. Word of mouth advertising is, 
so far as its limitations allow, the best 
kind of advertising. Every man or 
woman who purchases a share of stock 
in your company becomes a booster for 
the road and a protector of its inter- 
ests. 

The larger the number of passenger 
owners of our securities the greater 
will our transportation traffic load be- 
come. Because they have a stock or 
bond interest in the company they will 
do what they can to increase its busi- 
ness while they themselves will be 
among its most constant patrons. They 
become untiring advertisers of the 
road, working without pay. They de- 
fend it when unjustly attacked by its 
enemies. They oppose hostile legisla- 
tion either by city or state, and they 
often make suggestions that are worth 
thousands of dollars to the company. 

Some of you property managers oc- 
casionally have trouble in securing a 


renewal! of your franchise. Opposition, 
political or social, develops. Perhaps a 
self-appointed reformer attacks the 


company or a hold-up politician makes 
a few remarks that might be construed 
as a veiled threat of trouble in case 
certain persons were not seen before 
the vote on the franchise was taken. 
When such a situation arises there are 
two legitimate ways of handling it. One 
is to marshal to your support as many of 
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the city officials, substantial business and 
professional men, and passenger own- 
ers of your securities as possible. The 
other is to present to the public 
through a series of well thought out 
advertisements published in the news- 
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papers such arguments and data as 
will convince the public that the fran- 
chise should be renewed, and that this 
should be done not so much for the 
benefit of the company as for the bene- 
fit of the community itself. 


Getting the Community with You’ 


‘ By THOMAS FITZGERALD 
Vice-President Pittsburgh Railways 


N 1919, about a year after the Pitts- 

burgh Railways went into receiver- 
ship, there came to Pittsburgh a steam 
railroader, A. W. Thompson, to take 
the presidency of the Philadelphia 
Company and affiliated companies, in- 
eluding the Pittsburgh Railways, 
Duquesne Light, Equitable Gas and 
other companies. He insisted upon the 
policy of making every possible effort 
to conduct the railway as nearly as pos- 
sible in accordance with the wishes of 
the public. In other words, actually to 
put service first in everything, to insist 
upon only those things which are neces- 
sary to good service, and to depend 
upon the results of this policy for finan- 
cial rewards over and above the money 
absolutely necessary for the mainte- 
nance of service. 

The truth of Lincoln’s words “with 
public sentiment nothing can fail, and 
against public sentiment nothing can 
succeed” was recognized by the man- 
agement, so it set out deliberately to 
find out what public sentiment actually 
is regarding its activities and to do its 
best to conduct itself accordingly. 
Every effort is made to get full infor- 
mation regarding the affairs of the rail- 
way to the public in order that the 
sentiment may be as nearly as possi- 
ble based on facts. 

The first step in following out this 
policy was to enter into a new agree- 
ment with the city of Pittsburgh. The 
negotiations lasted over two years, dur- 
ing which time every effort was made 
to give fullest publicity. Finally, on 
Dec. 20, 1921, the agreement under 
which the ‘railway is now operating 
was passed unanimously by the City 
Council and approved not only by the 
Mayor but by the Mayor-elect.} 

The agreement is in effect a service 
at cost arrangement which seemed to 
suit the Pittsburgh siutation better 
than any other method of co-operation. 
It has the usual weakness of service 
at cost contracts in that it contains no 
definite reward for efforts to improve 
service and to increase the usefulness 
of the system to the public. This is 
theoretically cared for by a clause 
which provides for a distribution of 
surplus to the company amounting to 
one-half of any economies effected, 
after all debts are paid. The prospect 
of gaining any such reward during the 
term of the contract, which is ten years, 
seems, however, very remote. 

A usual defect in other service-at- 
eost contracts has resulted in the in- 
ability of the companies to finance im- 
provements and extensions. This has 
been overcome in this instance by the 
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provision that the Pittsburgh Railways 
may earn the cost of new money in ad- 
dition to the fixed return referred to 
above, 

Looking back over the sixteen months 
that have elapsed since the return of 
the property, the most important factor 
in the prosecution of the management’s 
plan seems to be the fact that the re- 
turns to security holders are fixed by 
the contract. With the complete pub- 
licity provided, the myth of fabulous 
fortunes diverted from service improve- 
ments has been properly executed and 
buried, at least for ten years. It is 
to be hoped at the end of ten years 
that this spirit will remain buried and 
that the spirit of co-operation and re- 
ward for effective effort will be very 
much alive. 

On this idea of a reasonable fixed 
return to the company has been built a 
program of publicity for the informa- 
tion of the public. The principal fea- 
ture has been the insistence upon the 
fact that unfair charges and license 
fees are reflected primarily in increased 
fares and impaired service. Under the 
contract the company’s limited return is 
practically assured unless the public 
wishes to dismember the property and 
split it up into a number of smaller 
independent systems. This latter, it is 
pointed out, would be a tremendous 
blow to the community in its most 
vital functions. 

Following this, the fact is stressed 
that for all practical purposes the rail- 
way system is a public institution, regu- 
lated, although not managed, by the 
city authorities. For the car rider the 
company acts as a kind of trustee, tak- 
ing his money, paying wages, operating 
expenses, taxes and interest on the 
money invested and applying anything 
over this to improvements or to reduc- 
ing fares, all of the time managing the 
property to the best of its ability, and 
when any question of public interest 
comes up the company gives its best 
advice, accepts the decision of the pub- 
lic and loyally tries to carry out that 
decision. It is frankly stated by com- 
pany representatives in public meeting's 
that its policy is based on the opinion 
that the car rider is more interested in 
improved service than he is in reduced 
fares. So far, in many meetings dur- 
ing the last year, this statement has 
not been publicly contradicted by any 
one, although of course many requests 
for reduced fares have been made. 

The present policy is based on the 
idea that as public opinion changes the 
policy will undoubtedly be changed ac- 
cordingly. If the public insists upon 
reduced service and reduced fares this 
will undoubtedly be the policy. It is 
hoped that as time goes on the public 
will realize that its interests will be 
best served by''the best possible service 


at the lowest possible rates gained © 
through a good reward for effective || 


effort. Until this sentiment has been 
gained, the policy is to accept what can 


be decently earned and give the best © 


possible service for that. In other 


words, it is believed that the reward — 
Instances where — 
can be /jj 
On the other hand, in- | 
stances where effort has apparently | 


will follow the effort. 
effort has been rewarded 
pointed out. 


been penalized can also be cited. If 
only the successful cases are considered, 
one can become a Pollyanna. If only 
the failures are considered, one can be- 
come a confirmed pessimist. Whether 
or not real progress can be made 


through such a policy is largely a mat- | 


ter of personal opinion or belief. Un- 
doubtedly the overwhelming opinion of 


the Pittsburgh Railways officials and a | 


large majority of the other employees 


is that such a policy has been and will | 


be successful. 
In‘ addition to the contract as a 


basis on which to arouse public inter- | 


est in street railway affairs, it was 
thought necessary to find some tangi- 


ble way in which to convince the pub- | 


lic that the management was actually 


doing something, no matter how small, — 


to favor it. A large number of addi- 
tional transfer privileges have been 


established. Some short lines have had if 


fares reduced from 8% cents to 5 cents. 
The same reduction in fare has been 


made on the outer ends of some long | 


lines. In Washington, Pa., where a 
6-cent fare was in effect, a 95-cent 
weekly pass was established. Recently 
the fare was reduced to 5 cents and the 


weekly pass to 75 cents, with no ap- ie 


parent loss in revenue. 


Another important change in fares _ 


was the Sunday and holiday pass. On 
account of the predominant effect of 


weather conditions on Sunday and holi- } 


day traffic, it is very difficult to estimate 


the financial benefit that has resulted. | 


There is no question, however, that 
Sundays were falling below previous 


years at a much greater ratio than | 


weekdays. After the pass was inaugu- 


rated they more than held their own | } 
and, under similar weather conditions, 


are going ahead of previous years. 
The last and most important fare ad- 


justment intended to gain public sup- © 


port is the $1.50 weekly pass, the use of 
which started on June 1. The hope be- 
hind the pass is that by its use the 
transportation service will become so 
useful to the people of the community 
that they will permit the management 
to gain some reward commensurate 
with this usefulness. 

It is believed that the attitude of the 
public and the men has been influenced 
greatly by these evident efforts to make 
the service more useful. There have 
been some outstanding bits of evidence 
confirming this idea. One was the suc- 
cessful introduction of one-man car 
operation. In the installation of one- 
man cars the service was improved. 
In some cases, large double-truck cars 
replaced small single-truck ones, car 
for ear, thus providing an increase in 
the number of seats. Where large 
double-truck cars were already in serv- 
ice more frequent service was installed. 

The operation of multiple-unit trains 
on heavy grade lines carrying dense 


traffic has been inaugurated, in place of — 
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motor car and dead trailer trains.Court for a restraining order. 


This was appreciated by the car rider 
on account of the smoother acceleration, 
especially of the trail car. The dead 
trailers on the heavy grade lines were 
most uncomfortable on account of in- 
evitable slack in the couplers, causing 
severe jerks when starting. In addition 
to the multiple-unit trains, the six- 
motor train, developed by a previous 
management, is being installed on lines 
where traffic and grades do not re- 
quire multiple-unit equipment. 

One insignificant change in practice 
resulted in a surprising amount of 
favorable comment. This was the 
change in the color of cars from a 
deep Tuscan red to a medium bright 
orange color. The red was not a bril- 
liant color and the change to the bright 
orange was very striking, especially in 
the narrow streets of Pittsburgh on a 
gloomy day. 

So far as the management was con- 
cerned, the most important new thing 
that was done was the establishment 
of a commercial department, corre- 
sponding to the sales department of 
an industrial organization. This de- 
partment is in charge of a manager 
with full responsibility for public re- 
lations, amount and kind of service and 
rates of fare. It is the principal point 
of contact between the public and the 
management and is free from the re- 
sponsibilities for operations which rest 
upon the general manager. It is hoped 
and believed that in this way a more 
sympathetic attitude toward the public 
may be acquired and at the same time 
responsibility for earnings to pay for 
the quality of service specified by the 
department will prevent the giving of 
more service than justified. 

In addition to the commercial depart- 
ment a new department of research was 
organized whose responsibility it is to 
keep the management from getting into 
a rut. This department is responsible 
for our relations with other companies, 
especially to see that any information 
other companies may want is made 
available to them. Primarily, however, 
its responsibility is to see that the 
management is kept informed of any 
new developments affecting the busi- 
ness and to investigate and report on 
subjects of interest. Statistical infor- 
mation naturally is compiled in this 
department. The relief which this de- 
partment affords the executive, com- 
mercial and operating departments 
from investigations and reports which 
frequently clog up the whole machinery 
of management is tremendous. 

The history of the railway’s attempt 
to improve service on lines operating 
to the central district may serve as an 
example of the working out of the 
policy of adapting company activities 
to public opinion and suggests an an- 
swer to the question as to whether or 
not such a policy offers good prospects 
of favorable results. As a palliative 
only for the congested condition of 
traffic in the downtown district the rail- 
Way proposed to turn its long lines 
short of the congested area.t Opnosi- 
tion arose, however, on the part of the 
downtown merchants and the Reai 
Estate Board. They appealed to the 
Public Service Commission and the 


{Details of this plan and of the one which 
eventually was adopted were published in 
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When 
it seemed evident that neither the Pub- 
lic Service Commission nor the court 
would do anything to interfere with 
the plans and the business men sug- 
gested an additional track on a street 
into the business district which would 
better distribute the railway opera- 
tions and remove a large number of 
cars from the point of greatest con- 
gestion, short looping of other lines 
was agreed to, bringing about a great 
relief from present conditions. Another 
result was an ordinance restricting 
parking, which has made a tremendous 
improvement in service. 

What results have been secured? To 
answer such a question is simply to 
express an opinion. On Feb. 1, 1924, 
the United States court which had held 
the property in receivership for six 
years practically said that the company 
was still insolvent, but its property 
would be returned to it subject to the 
protection of the court until Dee. 1, 
1924. At the end of December the com- 
pany was able to report that the prop- 
erty had paid all of its current ex- 
penses, including charges on an addi- 
tional $5,000,000 new capital and the 
more than $330,000 annual payments 
to be paid to municipalities if earned. 
A very meager sum also appeared on 
the right side of the ledger as a sur- 
plus from the year’s operations. The 


court did not deem it necessary to con- 
tinue its protection. It is now five 
months later, and with the benefits 
from the improvement derived from the 
$5,000,000 beginning to accrue it is 
hoped to show black figures again this 
year in spite of a very severe slump 
in business. 


Co-ordination of Transportation 
Proposed in Scotland 


OMPETITION of buses with tram- 

ways was discussed at the annual 
conference of the Scottish Tramways 
Association, held at Ayr recently. One 
suggestion came from H. C. Babb, engi- 
neer and manager of the Musselburgh 
Tramways Company. Considering a 
remedy for the transport problem, he 


‘suggested that there was an example in 


the joint electricity authorities con- 
stituted by the Electricity Commis- 
sioners under the powers conferred on 
them by the electricity supply acts. As 
the country was being divided by the 
commissioners into electricity supply 
areas, so it should be divided into 
transport areas and an _ authority 
formed in each with full control of 
transport services in the area. The 
bus interests should be represented on 
the transport authority. With such a 
body operating, wasteful overlapping 
would be avoided. 


Entertainment 


LANS for the entertainment fea- 

tures at the October convention of 
the American Electric Railway Asso- 
ciation were considered at a meeting 
of the entertainment committee held at 
association headquarters, New York, 
on June 15. Those present were S. J. 
Cotsworth, chairman; Mr. Riley repre- 
senting G. A. Barnes; C. H. Beck, H. L. 
Brown, F. A. Elmquist, E. C. Faber, 
C. E. Hale, J. W. Hancock, L. H. Pal- 
mer, S. L. Poorman, W. J. Stanton, 
J. W. Welsh, F. C. J. Dell and Morris 
Buck. 

Features planned for Sunday include 
a golf tournament during the day and 
a sacred concert at the Marlborough- 
Blenheim in the evening. Monday will 
be devoted to registration. A reception 
to the president and officers is to be 
held that evening at 9 o’clock. A card 
party is planned for Tuesday afternoon 
for the ladies. 

For Tuesday evening a general meet- 
ing of the association under the au- 
spices of the advisory council is 
planned. The principal address will be 
given by some speaker of national 
prominence. The Coffin prize is to be 
awarded at this meeting. Following 
the evening meeting there is to. be a 
dance. On Wednesday evening, a spe- 
cial entertainment is to be held. This 
will be entirely different from the en- 
tertainments given in the last few 
years. For Thursday afternoon a golf 
tournament for ladies is planned at the 
Sea View Golf Club. The grand ball 
will be held in the ballroom on the Yaa 
on Thursday evening. 


Chairman Stanton of the golf com- 
mittee was authorized to arrange both 
the Sunday tournament for men and 
the Thursday tournament for ladies, 
and to provide suitable prizes. Mr. 
Cotsworth will have charge of the 
music for the sacred concert and for the 
ladies’ entertainment. Messrs. Palmer, 
Stanton, Beck and Brown were ap- 
pointed a committee to investigate the 
subject of dance music and to obtain 
suitable bands. For the Monday evening 
reception, Harry Reid was’ appointed 
chairman. George Barnes was ap- 
pointed chairman of the sub-committee 
on ladies’ entertainment. Messrs. Pal- 
mer and Faber were appointed a com- 
mittee to secure propositions from 
high-class concert singers and were 
instructed to report back to the com- 
mittee. Mr. Brown will have charge 
of the Tuesday afternoon ladies’ per- 
formance and will also provide ushers 
for the evening meeting. Carl Beck 
was appointed chairman of the com- 
mittee on the Wednesday evening en- 
tertainment. Mr. Faber will be in 
charge of arrangements for the Thurs- 
day evening ball. 

It was decided that the association 
should have a representative at the 
gate for all evening entertainments. 
Mr. Elmquist was appointed chairman 
of a committee to represent the asso- 
ciation, so that only persons with the 
proper credentials would be admitted to 
the pier. 

A resolution was adopted that the 
pier be reserved for a dance on Tues- 
day evening following the evening 
meeting of the association. In this 
connection, it was pointed out by Mr. 
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Dell that the contract with the Pier 
management necessitates that every 
one be off the pier by 12:30 a.m. 

Several plans were discussed for the 
Wednesday evening entertainment. It 
was proposed that the Hippodrome be 
used. Mr. Dell pointed out that in the 
event of cold or windy weather this 
auditorium would be exceedingly un- 
comfortable to the audience, so that 
arrangements should be made to trans- 
fer any entertainment to the ballroom 
in the event of bad weather. 

A motion was passed that the execu- 
tive committee of the association be 
requested to appropriate a total of 
$6,000 for entertainment. A sub-com- 
mittee on publicity was appointed con- 
sisting of Messrs. Buck, Kenfield and 
Colton. A sub-committee to co-operate 
with the exhibit committee consisting 
of Messrs. Brown and Hancock was 
also appointed. It was decided to hold 
the next meeting early in September. 


Power Transmission and 


Distribution 
HEN the power transmission and 
distribution committee of the 


Engineering Association met in New 
York on June 11 and 12 reports of the 
various sub-committees were received 
and adopted. The report of the main 
committee will be very interesting and 
useful, as many matters under dis- 
cussion are presented in final form. 
A complete review of the text book 
matter in the Manual has been brought 
in by the concrete pole sub-committee. 
This will give co-ordinated data which 
will enable an engineer to design such 
poles for definite service requirements. 
The sub-committee on catenary con- 
struction brought forward a compen- 
dium of experience which will give 
valuable information regarding modern 


catenary construction methods. It also 
contains examples of recommended 
practice. 


The whole question of signal aspects 
for continuous track circuit signals as 
well as trolley contact signals has been 
reviewed and rewritten. In the finished 
report, the complete operation of run- 
ning a train through the various types 
of blocks will be worked out. Specifica- 
tions of hard-drawn trolley wire and 
high-strength alloyed trolley wire have 
been completed. In almost all points 
they are in accordance with the 
A. S. T. M. specifications. A review 
of causes of breaks in trolley wire 
with an analysis of the tabulated re- 
sults is being completed and will be 
accompanied by charts, showing rela- 
tive sources of causes of such breaks. 

A section has been prepared for the 
manual on temporary trolley contacts, 
by the use of which it is hoped to elimi- 
nate damage being done to the trolley 
wire by the use of ordinary wire hooks, 
ete. The present trend of construction 
on trackless trolley systems has been 
followed up and a recommended prac- 
tice report has been brought in. 

The sub-committee on return circuits 
has classified the methods in use by 
systems under comparable conditions 
and has drawn several conclusions as 
a guide to future bonding methods. 

Radio interference has been investi- 
gated. An instructive report, along 
with experimental tests and a great 
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deal of miscellaneous information, is 
being prepared. 

The “Preese” test for galvanizing 
came in for much discussion. Although 
admittedly not entirely satisfactory, it 
was decided not to recommend its 
immediate removal from the manual. 
Attention should be drawn to its un- 
reliability in certain cases. It was felt 
that the whole question of a proper test 
should be settled at an early date. 

Members present were: J. Walter 
Allen, J. H. Drew, Charles Gilman, 
H. W. Griffin, C. J. Hixson, C. D. Han- 
cock, M. W. Cooke, F. McVittie, H. S. 
Murphy, J. F. Neild, W. J. Quinn, W. 
Schaake, J. M. Waldron, F. J. White, 
W. E. Huber, Adrian Hughes, Jr., W. H. 
Bassett, Jr., G. D. Radburn, Mr. Bailey; 
Mr. Arms, M. B. Rosevear, sponsor; 
C. H. Jones, chairman. 


Purchases and Stores 


RESENT at the meeting of the 

joint committee on purchases and 
stores of the Engineering Association 
and stores accounting of the Account- 
ants Association, held in New York on 
June 15, were for the Engineering As- 
sociation: A. A. Ordway, J. Y. Bayliss, 
J. Fleming, F. A. Jordan, P. F. McCall 
and A. E. Hatton; for the Accountants 
Association: R. A. Weston and T. E. 
Wilkin. 

Due to the untimely death of Chair- 
man H. H. Lloyd, the first business was 
the election of a chairman. Mr. Ord- 
way was elected as chairman pro tem. 
It was decided to choose an acting 
chairman for the remainder of the year. 
Mr. McCall was elected to the position. 

Attention was devoted by the com- 
mittee to a review of the various sub- 
jects for inclusion in the annual report. 
A proposed report by C. A. Harris on 
a centralized system of stores was 


presented for discussion. It was 
brought out that two separate and dis- 
tinct considerations were involved: 


(a) Physical centralization of mate- 
rials; (b) centralized control: of stocks. 
Centralized control, it was considered, 
was desirable and economical. 

Methods of handling freight and ex- 
press bills were considered. It was 
agreed by the committee that this sub- 
ject could not be completed during the 
current year. Accordingly it was rec- 
ommended that it be assigned as a sub- 
ject for next year’s committee. 

Mr. Fleming submitted for considera- 
tion a number of purchasing depart- 
ment forms. These included two forms 
of purchase requisitions, two forms of 
requests for quotations, purchase 
order, and a material received report. 
After some discussion a selection from 
the forms submitted was made for in- 
clusion in the report. 

At the beginning of the second day’s 
session, suitable resolutions were 
adopted on the death of Mr. Lloyd. 

The national standard invoice form 
prepared under the sponsorship of the 
National Association of Purchasing 
Agents was indorsed and it was 
recommended to the executive commit- 
tee for action. A report prepared by 
Mr. Ordway setting forth the advan- 
tages of centralized storekeeping was 
adopted, with the recommendation that 
the subject be discontinued. Routine 
methods to be followed in the purchases 
and stores department was recom- 
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mended for continuation as a subject 
for next year. A number of other sub-| 
jects were discussed for inclusion in 
next year’s program. 

Some consideration was given to the| 
program for the October convention. 
It was the sentiment of the committee 
that one afternoon should be devoted 
to a meeting of purchasing agents and © 
storekeepers, the same as for the last! 
two years. Suitable subjects for dis-— 
cussion on the convention floor were 
taken up, but no definite decision wast i 
reached. 


Welded Rail Joint Committee 
Progress Report 


OPIES of the third progressive — 
report of the committee on welded ~ 
rail joints were distributed to all mem- — 
bers of the American’ Electric Railway sf 
Association early in June. Additional 
copies of the report are available at © 
association headquarters at cost, $1.50. 7 
It also was reprinted by the American, 
Welding Society in the May issue of its © 
journal. Copies may be obtained from 
William Spraragen, secretary American 
Bureau of Welding, 33 West 39th) — 
Street, New York City. 
This report makes. an attractive and — 
well-illustrated pamphlet of 136 pages. 
The contents is varied and includes, hs 
among others, the following items: 
Tensile Tests—The tensile tests are a 
reported in diagrammatic form for 64) 


Lorain bar joints, Lorain butt joints, 
cast weld joints, thermit joints and 
ten different varieties of seam-welded ] 
joints. Extensometer readings show } 
the action under test of the head, lip’ 
and each side of the base of the rails. } 

Bend, Drop and Impact Tests—Forty | | 
joints are reported on in the above! 
three types of tests, including for com-| 4 
parison, drop test ‘made on unbroken | 
rail. A description of the repeated j 
impact testing machine designed by the) 
committee and now in use at the Bu- | 
reau of Standards is included. { 

Examination of Tested Joints—The 
report includes a detailed description) 


number of joints, in addition to illus- 
trations showing the full size joints. } 
Two metallographic reports are in- 
cluded—one by the United States Bu- 
reau of Standards and one by the 
Union Carbide and Carbon Research 
Laboratories. i 

Program of Future Investigations—_ 
The first three progress reports have| 
dealt with the present state of the art 
of making welded joints. This imvesti- 
gation is substantially completed. The 
committee’s program for future investi- — 
gations looking toward improvements: _ 
and ‘developments in making welded, — 
joints ‘is given in detail in the report’ 
and covers the work that will be done 
during the next twelve months or so. 

Miscellaneous Data—In addition tc 
the above the report contains brief 
references to the rotary service testing” 
machine which it was intended to de~ 
velop; also to telemeter and otheo- 
graph tests. It describes a new type 
of contact pyrometer developed by the 
United States Bureau of Standards 
It also contains reports and comment® 
on preheating and postheating investi» 
gations. 
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The 


Fare Decision Significant 


Belt Line Decision of United States 
Supreme Court Emphasizes Right 
to Reasonable Fare 


Much interest attaches to _ the 
ljecision of the United States Supreme 
Sourt on May 25 in favor of the Belt 
Line Railway Corporation, New York, 
referred to briefly in the ELEcTRIC 
RAILWAY JOURNAL for May 30, page 862. 
The parties on the other side in the 
suit were the District Attorney of the 
County of New York, the State of New 
York and the State Transit Commis- 
sion. The full decision of the Supreme 
Court, received since the previous 
article was published, brings out a 
number of additional interesting points. 

After reciting the history of the case, 
the decision declares that the company 
was justified in appealing to the fed- 
ral court for an injunction from the 
ruling of the commission that it should 
make a joint fare of 5 cents with other 
companies in New York. While the 
-ommission began in 1920 to hear evi- 
lence whether the rate should not be 
nereased to 7 cents, the company was 
10t bound to await final action by the 
commission and in the meantime to 
serve without just compensation, if the 
rate was confiscatory. 

The lines of the Belt Line company 
ire controlled through stock ownership 
Ny the Third Avenue Railway, New 
York, and in its plea the company did 
10t ask to be relieved from a joint fare 
with these lines, but with the other 
ailways of the city, with which it had 
10 corporate connection. The Supreme 
Jourt declared that this request for 
elief for some through routes and not 
‘or others was within the rights of 
he company, and the question of 
whether the business of the Third Ave- 
tue Railway was to be benefited was 
lot involved in the suit. The court found 
1othing in the charter of the company 
r the laws under which it was organ- 
zed that imposed any obligation to 
arry passengers for fare proposed. 

The contention of the city was that 
idditional traffic on this joint route 
vould not be carried at a loss when 
onsidered in connection with the addi- 
ional expense involved in carrying it, 
ut the Supreme Court declares this 
o be an unjust method of determining 
he cost. It says that while a carrier 
las no constitutional right to the same 
ate or percentage of return on all its 
usiness, the state may not select any 
lass of traffic for arbitrary contro] and 
egulation. The management and the 
ight to control the business policy of 
he company belong to its owners. In 
his portion of the decision, the Supreme 
Jourt declares that “the mere fact that 
rate is not confiscatory does not indi- 
ate that it must be deemed to be just 
nd reasonable.” 

The Supreme Court did not attempt 
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to determine the valuation of the prop- 
erty, but after considering the indebted- 
ness of the company and the valuation 
made by an engineer who had been 
employed by the commission to make a 
valuation of all the street railroads in 
the city it decided that the resump- 
tion of the transfer business in question 
would require additional operating ex- 
penses in amount in excess of the re- 
sulting increase in revenue, and that 
the rate proposed was confiscatory. 


Permit for St. Louis-Kansas City 
Line Refused 


The Missouri Public Service Commis- 
sion has made an order denying the ap- 
plication of the St. Louis-Kansas City 
Short Line Railroad for'a certificate of 
convenience and necessity to construct 
and operate a double-track electric 
interurban line from St. Louis to 
Kansas City. The commission held 
that in view of the magnitude of the 
proposed undertaking and its impor- 
tance to the public the company should 
be entitled any time within one year to 
have a further hearing to prove its 
financial ability to pay the cost of con- 
structing and operating the proposed 
line. It has failed so far to show this 
to the satisfaction of members of the 
commission, the order stated. 

Evidence produced at the several 
hearings held on the application was 
that it would require from $30,000,000 
to $40,000,000 to construct the line and 
acquire right-of-way, while an addi- 
tional $20,000.000 would be needed for 
equipment. The promoters said that 
they had expended some $260,000 in 
preliminary work on the line and had 
secured right-of-way over nearly the 
entire route. 

Several steam railroads ’ contended 
that present rail facilities between the 
two cities were adequate. The com- 
mission ruled that the fact that the 
road would compete with existing 
steam roads was not in itself sufficient 
to warrant refusal to issue the permit, 
but that more evidence must be pre- 
sented of the company’s financial 
ability to construct the railroad. 


Insulls After Illinois Line 


The Insull interests of Chicago are 
negotiating for the purchase of the 
Chicago, Peoria & St. Louis Railway 
between Pekin and Springfield, Ill. They 
will rebuild it and electrify it. For 
months a patrons’ committee has been 
active in securing a 200-ft. right-of- 
way along the route, the principal con- 
dition upon which the Insulls agreed to 
take over the transportation line. The 
road, if purchased, will be combined 
with the Chicago & Illinois Midland 
and will reopen many IIlinois coal mines 
closed or curtailed in production be- 
cause of lack of shipping facilities. 


Ten Cents Cash . 


Omaha Hopes to Make Ends Meet 
Under New Fare Allowed by 
State Commission 


Ten-cent cash fares are being charged 
by the Omaha & Council Bluffs Street 
Railway, Omaha, Neb. The State Rail- 
way Commission on June 10 granted 
the company an increase in fare to 
bring annually between $311,000 and 
$367,000 more revenue. The company 
accepted the increase and put the new 
rate in effect at once. 

Patrons pay a 10-cent cash fare or 
buy six tokens for 40 cents. This is 
an increase of 3 cents-in the cash fare 
and five-twelfths of a cent in the token 
fare. School tickets are abolished. The 
fare schedule follows: Adult cash fare, 
10 cents. Adult tickets, six for 40 cents. 
Children’s cash fare 5 cents (tickets, 
ten for 35 cents), from ages of five to 
twelve years. These formerly were 3 
cents each. School tickets, abolished; 
they formerly sold at 5 cents. 

R. A. Leussler, vice-president and 
general manager, also promises supple- 
mental bus service at an early date. 
He made a statement in part as fol- 
lows: 


The rates of fare fixed by the State 
Railway Commission will not, in our opin- 
ion, yield the increase in net income te 
which the commission states the company 
is entitled. Much depends upon the volume 
of traffic and the trend of price level of 
the items going into operating expense. If 
the travel on street cars should continue to 
decrease at the same rate as it has for 
a year past then the rates will fall con- 
siderably short of producing the revenue 
intended. 

If, on the other hand, travel should in- 
crease, as we earnestly hope it may, then 
the rates will perhaps yield a_ sufficient 
amount of revenue. The railway has ever 
been anxious to do its part in furthering 
the prosperity and best interests of the 
communities it serves. In line with that 
policy it did not press its right to an 
increased fare at the time of the valuation. 
In line with that policy, too, the company 
will make every endeavor to make the rates 
just fixed prove sufficient. To that end it 
will seek to increase travel and will at 
the earliest date possible start bus service 
to supplement its street car service. This 
bus service will necessarily be limited at 
first, but if it proves satisfactory the com- 
pany will add to it from time to time as 
results justify. 


In its opinion the commission holds, 
that if operating costs continue at the 
same favorable level the rest of the 
year that they have held the first five 
months, the company will receive a re- 
turn of 7 per cent on the valuation of 
$14,100,000. In its application, the 
company sought an increase of $400,000 
a year in revenue and made a claim for 
amortization of losses for five years 
back. The commission holds that as 
the company in 1923 withheld a request 
for an increase, it is a party to previous . 
losses and cannot now ask to have them 
made up. 

Depreciation set up and additions and 
betterments practically offset each 
other, say the commiss‘oners. : 
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International Fight- -Cent Appeal 


The appeal of the International Rail- 
way, Buffalo, from the decision of the 

‘ublic Service Commission for. recon- 

sideration of the 8-cent fare award on 
t e local lines of the company ‘was 
scheduled to be heard June 18 at Buf- 
falo. In appealing from the 8-cent fare; 
the International seeks a higher valua- 
tion than the $22,000,000 allowed by the 
commission when it boosted the fare 
from 7 to 8 cents in Buffalo. At the 
t'me of the ruling, Commissioners 
*~Semple, VanNamee and Prendergast 
said that valuation should be higher, 
but did not indicate any amount. Com- 
missioner Lunn has now replaced Com- 
missioner Semple, a fact which may 
have an important bearing on the case. 

It is believed that the rehearing will 
be decided by argument, rather than 
through the production of witnesses by 
the city of Buffalo and the railway. The 
main effort of the company will be 
directed toward establishing certain 
sums for going value and fees to 
Mitten Management, Inc., as part of 
the valuation of the city lines. These 
two items were eliminated by Com- 
missioner Pooley at the previous 
hearing. 

Little progress has been made by the 
railway and representatives of the city 
of Buffalo and Chamber of Commerce 
at the city-company conferences on a 
service-at-cost plan of operation under 
municipal supervision. Several meet- 
ings have been held. The Chamber of 
Commerce has suggested that the com- 
pany be allowed a fixed return of $1,800,- 
000 annually, but the City Council op- 
posed this amount. It is reported the 
railway would be satisfied with this 
amount. 


One-Man Cars in Use on Several 
Cleveland Lines 


Limited service with one-man cars 
is.still being operated by the Cleveland 
-Railway. Thus the company is sus- 
tained in the contention which it made 
last December about the need of these 
cars when the question of their opera- 
tion threatened to become a political 
issue. The December losses by the 
company on the Lakewood lines as- 
sumed such proportions that the com- 
pany put one of the three lines, namely, 
the Clifton Boulevard line, on the one- 
man basis, and at that time said it 
might be necessary to extend this plan 
to the two other -lines, the Madison 
Avenue line and the Detroit Avenue 
line, in Lakewood. 

Following this, the city of Lakewood 
arrested the operators of the one-man 
cars and subsequently the officials of 
Lakewood-and the company met in an 
attempt to arrive at a peaceable solu- 
tion. This came on Dec. 31, when the 
controversy was settled by the com- 
pany returning to two-man operation 
of the Clifton Boulevard lines in Lake- 
wood and by -the city of Lakewood 
modifying the company’s franchise so 
as to make the rate of fare to Lake- 
wood riders the same as that obtaining 
in Cleveland. The Lakewood fare pre- 
viously had been 5 cents; the city fare 
was 6 cents or nine tickets for 50 cents. 

Lakewood amended the franchise, 
which amendment was accepted by the 
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company, with the approval of the city 
of Cleveland,-and the police court cases 
against the one-man operators were 
nulled. At the time the Lakewood 
warrants were issued, Cleveland and 
Newburgh Heights took similar action, 
but these cases were likewise nulled. 
The cars on the East Thirtieth Street 
crosstown line in Cleveland still are 
being operated by one man and have 
been operated that way since its in- 
ception. At present this line and sey- 
eral outlying stub lines of light traffic 
are the only ones operated on the one- 
man plan by the Cleveland Railway. 


$5,000,000 Long Island 
Electrification Ahead 


George Le Boutillier, vice-president 
of the Long Island Railroad, says the 
main line to Mineola will be the next to 
be electrified and that plans are now 
being considered by the engineers of 
the road for this work. The line will 
then be continued to Oyster Bay and 
Hicksville, and the latter station will 
be the terminus of the electric road, 
where an electric motor will pick up the 
trains drawn by a steam locomotive 
and run them into Manhattan and 
Brooklyn. This will mean that the 
residents of Mineola will have two elec- 
tric roads to draw from. The cost of 
the new work, including equipment, will 
be $5,000,000. It is expected that by 
Sept. 15 definite announcement will be 
made as to just when the new work wi!l 
be commenced. In discussing the prob- 
lems of the Long Island Mr. Le Bou- 
tillier said: 

We borrowed $4,000,000 from the Penn- 
sylvania Railroad on an open account at 
5 per cent. We must put this property on 
a paying basis. How to raise our net in- 
come is a problem. One-third comes from 
freight and two-thirds from passengers, so 
I determined to raise our -commutation 
rates. There will be 87,009 users of this 
form of ticket each month this summer, 
and the net increase for each person would 
be only $1.87 a month. We carry our coimn- 
muters at the rate of 4% mills a mile, and 
the average haul is 15.1 miles. The great 
problem we have to face is our short hauls. 
Forty-eight per cent of vur business is from 
commuters. If we could get rid of our 
load west of Jamaica, we have enough 
capacity to take care of everytning east of 
Jamaica for the next 25 years. That is the 
big problem that is facing us. 


Bus Competition Restrained 
in Brooklyn 


The Brooklyn City Railroad and the 
Coney Island & Brooklyn Railroad, 
Brooklyn, N. Y., won their fights 
against competing lines by default on 
June 8. The Queens Bus Lines, Inc., 
failed to appear or interpose opposition 
in. Justice May’s part of the Supreme 
Court. 

Counsel for the Brooklyn City asked 
for an injunction against the bus line 
that ran between Erie Basin and Bor- 
ough Hall. The Coney Island & Brook- 
lyn Railroad asked for similar relief 
against the bus line that had been oper- 
ating between Erie Basin and Park 
Circle. Both bus lines were suspended 
a few days after they were started by 
a preliminary injunction issued by 
Justice MacCrate. It is believed that 
the bus lines decided, after the tempo- 
rary injunction had -been obtained, to 
abandon permanently the lines to which 
the railroads objected. The: injunction 
was, however, made permanent. 
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Company After ‘Cand Bed Line 
at Rochester 


Operation of the industrial railroal_ 
in the abandoned Erie canal bed owne) 
by the city of Rochester is sought DF 
the New York State Railways. At. 
conference between James F. Hamiltor 
president of the railway, and forme 

_Senator George F. Argetsinger of th. 
city subway planning committee, M 
Hamilton frankly stated that his com 
pany desires exclusive operation of th) 
lines in the canal bed. If this is deniec 
neither the city nor the interurba) 
street car lines will be diverted into th 
city-owned tracks. 

Mr. Hamilton pointed out that th 
electric railways have the equipmen) 
and force to begin operation the da 
the subway is finished, while the cit 
would face an expense of more tha) 
$1,000,000 for equipment alone an 
lacks the necéssary_ personnel. He i 
expected at an early conference to sub 
mit a detailed plan for operation. — 

The subway railroad uses the ol 
“Big Ditch” of George Clinton throug) | 
the heart of the city for more than © 
miles. It was proposed to extend th’ 
I'ne to the suburb of Brighton. Track: 
had been laid and work pushed on thi)” 
end of the railroad, when Governo 
Smith’s veto of a-bill to annex Brighto) 
lands halted that~part of the projec’ 
Unless legislation is passed providin) 
for the annexation of the needed land: 
Rochester & Eastern interurban car 
and a city route will be diverted int 
the canal bed at the southeastern rir 
of the city. oT 


Canadian Wins Bonbright 
$5,000 Prize j 


‘Names of the winners of the $10,00° 
in prizes offered’ by Bonbright & Con 
pany. New York, for the best powe 
essay written as of 1930 and covering 
ten-year period from 1920 were ar 
nounced on June 17 at the Nationi 
Electric Light Association convention 7 
San Francisco. f 

David Cowan, 21 years old, of Eng. 
lish birth and now with the Sun Li) 
Assurance Company, Montreal, receivi) 
the first prize of $5,000, while Robe) 
M. Davis. statistical editor of Electric” 
World, a McGraw-Hill publication, wi 
the winner of the second prize of $1, od) 
There were 438 papers. 

John Dockendorf of Milwaukee, Wil! 
won the third prize of $500. 3 

In addition to the foregoing priz) 
there remains the cash award of $10,0!) 
to “that contestant whose paper, If) 
viewed again -in 1930, shall appear hs 
have most nearly approximated to fac) 
as they eventuate.” Thus the winne| 
of. the Bonbright award who wrote + 
fivé years of past progress in the pow 
industry, and five years of: visualiz’ 
future progress, as well as those whe 
essays did not take any present aware 
have the opportunity of winning 
single cash prize of $10,000. The say 
essays will be rejudged in 1930.. T 
judges are to be the directors of t 
American Superpower Corporation, Ww 
were the judges in the contest j | 
closed. ; 

They are said.to have found it dit! 
cult to decide.which of the first + 
essays was the i pabiers 
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Weekly Pass for 
Springfield, Mass. 


As a means of increasing revenue 
vo plans for the issuance of dated pass 
ckets good for an unlimited number of 
des on certain lines are under con- 
deration by the Springfield Street 
ailway, Springfield, Mass. One plan 
volves the issuing of weekly commu- 
tion tickets good on a line for any 
umber of trips during a given week. 
he second new idea concerns a trip 
eket good on Sundays for any line in 
le city any number of times. It is 
iid that this ticket might be sold for 
) cents. 


funicipal Difficulties in Louisville 
May Affect Railway 


Action of the Kentucky Court of 
ppeals on June 12 may have consider- 
ale effect on the Louisville Railway, as 
ie decision of the court has unseated 
3 Councilmen and park commissioners. 
hose ousted will have 30 days in which 
‘file an appeal, and as the Court of 
ppeals adjourns for the summer 
ithin a few days, there may be no 
tion on the appeal until fall. 
Certain members of the City Council 
uve been rather hostile to the Louis- 
lle Railway of late and have not only 
en fighting a proposal for an in- 
eased fare to straight 7 cents, as a 
sult of heavy reduction in the barom- 
er fund, but have urged a 5-cent fare 
L ‘some lines and questioned the right 
' the railway to charge certain ex- 
nses to the operation -where they 
fect the barometer fund. Complaint 
as raised to operation of the com- 
ny’s bus subsidiary. Indications are 
at another Council will be seated 
fore the matter of any change in 
res comes up for action. 


Seeks Relief from Competition 
in Huntsville 


J. M. Barry, an official of the 
labama Power Company, told the City 
ouncil at Huntsville, Ala., recently 
at unless something could be done to 
crease traffic the company would ask 
e€ commission for permission to dis- 
mtinue railway service in Huntsville. 
he matter was referred to the street 
mmittee of the City Council. Some 
me ago the City Council of Huntsville 
lopted an ordinance putting the 
meys off the streets, but the jitney 
vmners took the matter to the courts 
id are operating unmolested. 


Philadelphia Northeast Transit 
Subject Before Council 


Thomas E. Mitten, chairman of the 
ecutive committee of the Philadelphia 
apid Transit Company, Philadelphia, 
4., recently forwarded to the Mayor a 
tter seeking an extension of the lease 
r the Frankford L which will expire 
| Noy. 5, 1927, and also consideration 
ran extended transit service in the 
acony-Holmesburg section. His letter 
cluded a recommendation of the city- 
mpany engineers that a bus line in- 
ead. of car tracks be financed and 
erated by the P. R. T. between 
quessing Creek and Rhawn Street on 


Frankford Avenue, to make connection 
with the Frankford L at a 10-cent fare 
with a 8-cent exchange ticket, as is now 
done on the Roosevelt Boulevard. It 
was his idea that a consideration of the 
Tacony-Holmesburg extended service 
could not be intelligently undertaken 
without a coincident understanding 
with the city as to the extension of the 
Frankford L lease. He said con- 
sideration of the extension of the 
Frankford L lease demonstrates that 
the 1926 rental from the P. R. T. will 
have to be increased by about $300,000 
to satisfy the interest and sinking fund 
charges on the city bonds. 

The letter to the Mayor was read in 
the Council, as well as another state- 
ment containing conclusions of Director 
of City Transit Ehlers and Ralph T. 
Senter, vice-president of the P. R. T., 
regarding the acquisition, reconstruc- 
tion and operation of the Northeast 
surface line. 


Benefit Association Formed 
in West Chester 


The Chester Valley Lines Employees’ 
Association was recently organized to 
further the welfare of the men em- 
ployed in the various departments of 
the unified electric railway and bus 
systems of the West Chester Street 
Railway, West Chester, Pa., to co- 
operate wth the management in the 
maintaining of a high standard of serv- 
ice to patrons and wherever possible to 
assist in improving the service. The 
new organization is the outgrowth of a 
movement started some months ago by 
the management of the Chester Valley 
Lines to give tangible evidence of its 
interest in the welfare of the men. 

A feature of the plan is the awarding 
of monthly cash prizes to the employees 
for the best report containing criticisms 
of the operation of the railway and 
bus service and suggestions for econ- 
omy. Among the benefits is the pay- 
ment of a sick benefit up to $25 a week 
on a 50-50 basis, the association pay- 
ing one-half and the company the other. 

At the get-together meeting at which 
the association was formed Charles B. 
Cooke, Jr., president, said that the one 
basic reason for the existence of the 
company and of the men’s jobs was to 
give the public a fair measure of trans- 
portation service in return for the money 
the people paid in trolley and bus fares. 


Arbitration of New York 
Subway Routes 


Mayor Hylan of New York met vir- 
tual defeat at a meeting of the Board 
of Estimate on June 16 when a coali- 
tion of Borough Presidents, supported 
by Comptroller Craig, forced him to 
postpone action and agree to arbitra- 
tion on the disputed angles of his $542,- 
000,000 municipal subway program. 
After a prolonged hearing Mayor Hy- 
lan announcéd that consideration of 
the plan would be put over until July 
1, at which time the Board of Estimate 
is to convene in special session to dis- 
pose of the matter.. In the meantime, 
while no actual committee was ap- 
pointed, the five borough heads are to 
confer with Chairman Delaney with a 
view to ironing out their differences. 


More Parking Rules Announced 


The St. Louis, Mo., Traffic Council 
has announced that, effective June 23, 
all parking on Third Street between St. 
Charles and Spruce will be prohibited, 
while on Second Street, Main Street 
and all cross streets east of Fourth 
Street, between Washington Avenue 
and Spruce Street, one-hour parking on 
one side of the street only will be 
permitted. Center-of-the-street park- 
ing on Twelfth Boulevard with the ex- 
ception of between St. Charles and 
Locust Boulevard will also be abolished 
on July 1. 


Committee Approves Referendum 
for Rainier Purchase 


A resolution providing for a refer- 
endum rider on legislation to provide 
for the purchase of the Seattle & 
Rainier Valley Railway line in Seattle, 
Wash., until the purchase ordinance has 
been introduced was passed by the util- 
ities committee of the City Council on 
June 11. At the previous Council 
meeting Councilman John FE. Carroll 
offered a proposal for referendum pro- 
ceedings involving a promise to submit 
to an advisory vote of the people the 
Council’s offer of $1,200,000 for the 
railway property before closing the 
deal. At this meeting Councilman Car- 
roll made an effort to force a vote on 
his resolution, but it was defeated, the 
resolution that it be referred to the 
city utilities and finance committees 
carrying by a decisive majority. 


Tri-City Men Accept 
Compromise Offer 


A general strike of operators of the 
Tri-City Railway in Davenport, Iowa, 
and in Rock Island, Moline and Hast 
Moline, Ill., as well as suburban commu- 
nities served by the lines, was averted 
on June 13 when the men voted to ac- 
cept the compromise offer of the rail- 
way. Thus the present wage scale of 
58% cents an hour will continue until 
June 1, 1926. The wage question can- 
not be opened prior to Nov. 1, 1925, 
and then must be arbitrated if not 
agreed upon. This was a concession to 
the men, the company having held out 
for a 30-day reopening clause. 

A contract covering working condi- 
tions and similar to that now existent 
will continue from year to year, unless 
opened after a year from date on 30 
days’ notice. The company contended 
that its receipts were constantly falling 
below expenditures and that it could 
not be bound for a year. 


Detroit United Seeks 
Fare Increase 


The Security Trust Company, re- 
ceiver for Detroit United Railway, 
Detroit, Mich., has applied to the Public 
Utilities Commission for authority to 
increase fares to 3 cents a mile. The 
highest present fare is 24 cents a mile. 
A statement of earnings and expenses 
filed with the petition shows the Detroit 
United Railway failed to meet expenses, 
depreciation, maintenance and 7 per 
cent return injthe year ended Dec. 31, 
1924, by $1,707,320 and by $342,791 in 
January and February this year. 
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Recent Bus Developments - 


New Haven Road Recognizes Bus—Richmond Property Unifies Railway 
and Bus—Cleveland Service in August 


HE New York, New Haven & Hart- 

ford Railroad is going into the bus 
business. Formal announcement to 
this effect was made on June 16. The 
company finds that there are some por- 
tions of its system which cannot be 
operated economically even by gasoline 
cars for passenger service with the 
frequency of service desired by the 
public. Where such conditions exist, 
the company intends, so far as possible, 
to continue to perform freight service 
and such passenger train or gas rail 
car service as may be required, and to 
operate over parallel highways with 
buses. 

In addition there are other points on 
its rail lines now reached by circuitous 
runs, compared with the distances 
over the recently constructed highways. 
It is the company’s plan to consider 
highway bus service between these 
points. Says the railroad: 


This policy of the company is to be 
carried out with the intention of furnishing 
an adequate passenger service in connec- 
tion with its rail lines; to give to the 
public the accommodation which the de- 
mands of its patrons required, and to use 
that mode of transportation which is the 
most efficient, economical and best adapted 
to the performance of good service. 


A subsidiary company, the New Eng- 
land Transportation Company, has been 
created through which the arrange- 
ments for plant and equipment will be 
promptly progressed. Routes and serv- 
ice will be developed and the approval 
of the state commissions will be 
sought. 


Stone & Webster, executives of the 
syndicate which has acquired control 
of the Virginia Railway & Power Com- 
pany, Richmond, Va., will assume con- 
trol of the Richmond property with the 
idea of bringing about unification of 
the motor bus and railway transpor- 
tation services, according to recent 
statements in the Times-Dispatch. In 
reply to a question as to their attitude 
toward the proposed acquisition of the 
Richmond Rapid Transit Corporation, 
Stone & Webster sent the following 
telegram: 


Answering your telegram: Our view is 
that a growing and progressive city abso- 
lutely requires a unified and co-ordinated 
transportation system. 


When this telegram was read to him, 
W. L. Warren, president of the Rich- 
mond Rapid Transit Corporation, said 
that his company was “perfectly will- 
ing to listen to any proposition which 
the new owners of the Virginia Railway 
& Power may make.” He is quoted: 


However, I am morally certain that a 
majority of the stock owners would not 
give serious consideration to any offer 
which lists the same terms submitted by 
the Mack Truck people. The directors of 
our corporation are citizens of Richmond 
who want to do what is best for the city. 
We agree with Stone & Webster in that a 
unified system of transportation is the 
logical solution of the problem, and we are 
willing to settle on a fair basis. Mean- 
while, the service which we inaugurated 
for the benefit of the city has become 
profitable and will remain so unless we are 
subjected to unfair competition. 


H. V. Godbold, vice-president of the 
corporation, said that the corporation 
was entirely satisfied with its present 
operation, but that the directors would 


not stand in the way of a unified trans- 
portation system if they were offered 
a fair price. 


Bus operation by the Cleveland Rail- 
way, Cleveland, Ohio, will not be 
started until some time in July. Only 
a few buses are expected to be put in 
service then, and not until some time 
in August will buses be put on major 
service lines. Bus service is authorized 
by the Collister-Krueger law, under 
which, effective on June 15, home rule 
was applied to municipalities in bus 
transportation. — 


Interurban bus_ service between 
Rockford, Ill., and Janesville, Wis., has 
been started by the Rockford & Inter- 
urban Railway. Rockford Aldermen 
granted a city terminal route only a few 
days before the plan became effective. 
Seven cars are run each day. They 
cover the route in 85 minutes. Train 
connections are made for Madison, 
Milwaukee, St. Paul and Duluth. 


The Tama & Toledo Railroad, 
Toledo, Iowa, discontinued its pas- 
senger service June 17. A bus service 
was placed in operation between the 
two cities. 


The St. Louis Board of Public 
Service has granted the St. Louis Bus 
Company, subsidiary of the United 
Railways, a special permit to operate 
buses on De Baliviere Avenue between 
Delmar Boulevard and the Municipal 
Theater in Forest Park during the ten 
weeks’ summer opera season. The per- 
mit to the St. Louis company is re- 
stricted to theater hours. The St. Louis 
Bus Company interchanges transfers 
with buses of other lines of the com- 
pany and with the street car lines. 


The City Council of Davenport, Iowa, 
has rejected the proposal of the Tri- 
City Railway to substitute bus service 
for railway service on the Mount Ida 
and Fejervary park lines. This action 
was taken after the committee met and 
considered the proposal of the company 
to abandon car tracks on streets sched- 
uled to be paved this season. The opin- 
ion of the committee was that the com- 
pany should be required to carry out 
provisions of its franchise and agree- 
ment entered into with the city regard- 
ing the widening of Bridge Avenue. 


The Board of Park Commissioners, 
Baltimore, has received an offer from 
the United Railways & Electric Com- 
pany to operate buses to the central 
section of Druid Hill Park. In the 
company’s proposition it was stated 
that a 5-cent fare would be charged 
from the entrance of the park to the 
interior. 


The Chicago & Joliet Transportation 
line, operating buses in supplementary 
service to the Chicago & Joliet Elec- 
tric Railway, has filed a petition for 
authority to operate a bus line through 
the west central residential district of 
Joliet, Tl. 


_of Missionary Ridge. 
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The Rochester Interurban Bus Co i 


pany, owned by the New York Stat 
Railways, has petitioned the State Pub 
lic Service Commission for the righ 
to operate a bus system in western Ney 
York. The company, purchased las’ 
winter from an independent, operate 
between Rochester and Hornell. It i 
proposed to open lines connectin” 
Rochester with Livonia and Lakevil 
and with Silver Lake, a summer reso1 
45 miles south of Rochester, and t 
open a line from Lakeville and Lon 
Point on the west side of Conesu: 
Lake. At a recent hearing before I. ( 
Ward, assistant counsel for the stat 
commission, attorneys for the Erie an) 
other railroads opposed the applicatior 
charging that the New York Centra 
which controls the New York Stat 
Railways, is seeking to extend its terr’ 
tory by acquiring control of virtuall) 
all western and central New York bu 
and electric lines. 


The division of franchises of 
Board of Estimate of New York Cit, 
filed a report with the board on Jun 
15 which recommended that most of th’ 
46 applications for franchises to ope? 
ate buses in New York City be returdll 
to the 38 applicants for revision an | 
correction. The report itself was nor 
committal as to the relative merits ¢ 
the applicants and merely stated the 
the applicants for bus operating frar 
chises “seem to have failed to unde? 
stand what information was desired, 
This report was referred to the Boar 
of Transportation and will be taken u 
at the next meeting. Among the appl 
cants were several street railways. 


The Tennessee Electric Power Con 
pany has recently established a aa 
line in the section of Chattanooga ea 
The decision © 
start this service to territory not no) 
being served by the railway was reacht 
after several months of careful inve) 
tigation. The plan calls for two line 
Five buses were purchased by the cor 
pany at an initial expenditure of abo!) 
$50,000. 


The Massachusetts Coach Compan) 
an independent bus company, and t 
Boston Elevated Railway, Bosto! 
Mass., recently reached an agrecia 
whereby they operate on regcul! 
schedules, meeting bus for bus, affor 
ing a practically continuous journe 
to East Milton and West Quincey. T 
independent corporation operates Ma) 
buses on a route between West Quine 
East Milton and the Boston city lin) 
The Boston Elevated  discontinut) 
trolley service on the Adams Stree 
Dorchester line and substituted fii 
buses to take care of the traffic. Fai 
on: the 3-mile route of the Bost 
Elevated is 6 cents and on the 34-m\ 
route of the coach company is 10 cer 
or a strip of ten tickets for 75 cents. | | 


Three Mack buses have been recei 
by the Bloomington, IIl., division 
the Illinois Power & Light Compa 
for use on the South Main Street li) 
during new railroad viaduct constr 
tion’ work. The buses, however, are 
become an integral part of the tra 
tion system and will be used as feedw 
for the lines and in sections not nih! 
regularly served. 
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The North Carolina Public Service 
Jorporation recently established bus 
ervice in Glenwood, in order to give 
he people of that section of Greens- 
oro means of transportation while the 
ompany is tearing up and relocating 
ts tracks through Glenwood. 


The Skippack & Perkiomen Transit 
jompany, Norristown, Pa., recently 
eased to function. Three rich agricul- 
ural sections of Montgomery County 
vill be served with transportation 
acilities by the Montgomery Bus Com- 
any, which has started its service over 
he old route of the transit lines. 


The Chicago, Milwaukee & St. Paul 
tailroad with 646 miles of electrified 
ine, has started bus service at several 
ints as auxiliary to its steam trains. 
‘ollowing the receipt of formal ap- 
oval of its bus plan by the Interstate 
Jommerce Commission, the railroad, 
vill operate its first bus line in Wis- 
onsin between Racine and Sturtevant, 
n the southern part of the state; and 
mother line in the northern part of the 
tate between Minocqua and Boulder 
function. The buses will meet all 
rains. Train service on the Racine and 
Minocqua subdivision will be limited to 
reight and express business. 


Mayor Ulrich Wiesendanger of 
Yonkers, N. Y., on June 13 granted the 
Yonkers Railroad, a subsidiary of the 
Third Avenue Railway, New York, a 
ertificate to begin operation of buses 
m three of the five streets on which 
t has discontinued its railway lines. 
‘he bus fare is to be 10 cents. Some 
veeks ago the right to operate twelve 
us routes in Yonkers was granted to 
he Westchester County Bus System, 
ne. Later the Mayor announced that 
le had decided to veto the ordinance 
assed by the Yonkers Aldermen to 
rive the permit for the sole operation 
f buses in Yonkers to the West- 
hester County Bus System, Inc. 


The Public Service Commission has 
ipproved the schedule of the new line 
f the Binghamton Railway Bus Lines, 
ne., operating in Johnson City, N. Y. 
The fare for adults and children is 
‘cents. The Binghamton Railway has 
iled a tariff, effective July 1, 1925, pro- 
iding that passengers paying regular 
are to Johnson City will, upon request, 
le given transfers to the Binghamton 
tailway Bus Lines, Inc. Transfers so 
riven will be accepted for the same 
ransportation as would be given upon 
he payment of the line’s regular cash 
are. Passengers paying the regular 
are for transportation on the bus line 
n Johnson City will be given transfer 
0 the Binghamton Railway, which will 
ye accepted for the same transporta- 
jon as would be given upon the pay- 
nent of a regular cash fare of 7 cents. 


The board of the town of Salamanca, 


N. Y., recently refused the petition of 
he Olean, Bradford & Salamanca Rail- 
way to operate buses through the town 
mn its proposed route from Little Valley 
0 Salamanca. Supervisor L. B. Hall 
sroduced a letter from Mr. Benedict, 
resident of the Iroquois Indian Trail 
Motor Coach Company, Buffalo, in 
which he expressed opposition to grant- 
ng the franchise. 


News Notes 


Requests Seven-Cent Fare.—E. Ran- 
dolph Williams, counsel for the Vir- 
ginia Railway & Power Company, 
Richmond, Va., made oral request to 
the State Corporation Commission on 
June 11 for a 7-cent fare with a 34-cent 
fare for school children, pending the 
fixing of a permanent rate of fare. Mr. 
Williams said the company was not 
earning 6 per cent even on the lowest 
of the three valuation estimates sub- 
mitted to the commission. It is ex- 
pected the commission will rule on the 
permanent fare by July 15. 

Wants Fare Reduced at Midnight.— 
The City Council of Montreal, Que., 
has adopted a resolution to the effect 
that the Tramways Commission be re- 
quested to consider the advisability of 
reducing the fare between midnight 
and 5 a. m. from 15 cents to 10 cents; 
further, that as far as the city is con- 
cerned the commission should be in- 
formed that it agrees to this reduction. 
The resolution was adopted on the sug- 
gestion of Alderman Brodeur. 


By-Law for Improvements Approved. 
—The Sandwich Council at a recent 
special meeting approved a by-law sub- 
mitted by the Hydro-Electric Power 
Commission of Ontario authorizing the 
issuance of debentures for $70,000 
covering street railway extensions in 
the county town. The debentures will 
not be sold, but held as collateral. 
By-laws were passed authorizing local 
improvements to cost about $125,000. 


Will Vote on Cars or Buses.—The 
town of Weston, Ont., will vote on 
June 27 on the question of continuing 
the present railway service or using 
buses. The by-law to be presented to 
the people will be on the purchase of 
the Toronto Suburban Railway for 
$25,000, the understanding being that if 
the by-law is voted down the town will 
resort to a system of bus service. 


Will Raise Fares.—The Southwestern 
Gas & Electric Company has informed 
the City Councils of both the Arkansas 
and Texas sides of Texarkana that it 
will put in force 7 and 4-cent fares 
within the next 30 days, raising the 
rates from 5 and 2% cents. The com- 
pany says it has been losing money 
annually for several years. 


Will Ask for Increase in Fares.— 
The Quincy Railway, Quincy, IIl., oper- 
ated by the Illinois Power & Light Cor- 
poration, is preparing to ask the Illinois 
Commerce Commission for authority 
to increase its fares from 7 to 10 cents 
and its ticket rates from four for 25 
cents to five for 35 cents. School 
children fares of 2.5 cents will remain 
unchanged. The Quincy Chamber of 
Commerce indorsed the proposed in- 
crease. The company has abandoned 
plans for extensions of lines this year 
inasmuch as the South Eighth Street 
bus line will cost $73,000 and other im- 
provements on South Eighth and State 
Streets will run to $100,000. 


Seeks to Run One-Man Cars.—Ap- 
plication has been filed by the Wiscon- 


sin Rapids Street Railroad, Wisconsin 
Rapids, Wis., with the Railroad Com- 
mission for permission to establish one- 
man car service on its interurban line 
between Wisconsin Rapids and Nekoosa. 


“Ail-Day” Ticket—To popularize 
trolley and bus riding and to stabilize 
travel at all hours of the day, the 
Chester Valley lines, consisting of the 
West Chester Street Railway and its 
bus subsidiaries, has issued an “All- 
Day Ride-as-You-Please Ticket.” This 
is good for passage, on the date indi- 
eated, over any and all of the 250 
miles of electric railway and _ bus 
routes operated by this system in 
Chester, Delaware and Montgomery 
Counties, Pa., and Upper New Castle 
County, Del. 


Levis Adds Weekly Pass.—The Levis 
County Railway, Levis, Que., added the 
weekly pass on May 17 at $1 for use 
on its single-fare routes. These routes 
have a cash fare of 10 cents and a 
ticket fare of four for 30 cents. 


Withdrawal of Railway Service Pro- 
tested. — Residents of Merchantville, 
N. J., held a mass meeting recently and 
protested against the proposition of 
the Public Service Railway to abandon 
its railway east of Franklin Street in 
that town. Martin Schreiber, general 
manager of the company in South Jer- 
sey, said that if the company were 
permitted to abandon the line a num- 
ber of buses would be placed in service 
in addition to those now operated. He 
said the company would not try to force 
the people to agree to the change pro- 
posed, but that the matter was one for 
the Board of Public Utility Commis- 
sioners to settle. 


Plans Ahead for Interstate Bus Bill.— 
A bill, formidably supported, will prob- 
ably be introduced in the next session 
of Congress with the object of regulat- 
ing the operation of buses engaged in 
interstate commerce. The purpose will 
be to prevent “unfair competition” with 
the railroads. 


Petitions for 5-Cent Interurban Fare. 
—The Fort Smith Light & Traction 
Company, Fort Smith, Ark., has peti- 
tioned the Railroad Commission for per- 
mission to establish a new 5-cent inter- 
urban fare between Fort Smith and 
Van Buren, Ark., in addition to the 
fare charged within the cities. 


Privileges to Increase Traffic_—In an 
effort to build up its patronage the 
Bakersfield & Kern Electric Railway 
has put into effect the weekly pass in 
Bakersfield, Cal. In addition to pop- 
ularizing the system through this cheap 
fare the company has announced an 
extension of transfer privileges for out- 
bound Baker Street passengers. The 
decision to extend the transfer limits 
from the Southern Pacific station to 
the corner of Baker and Kentucky 
Streets was announced by Superintend- 
ent Mickelberry, who said that the 
change would be particularly advan- 
tageous to cash and token passengers. 
It has been urged upon the citizens of 
Bakersfield to ride the street cars when- 
ever opportunity presents to escape 
“the fate which has befallen Phoenix 
and other cities which have lost their 
street car systems.” 
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Moroccan Railway Progress 


The inauguration of the electrified 
railway line from Casablanca to the 
capital Rabat took place on April 21. 
The line crosses the Bou Regreg on a 
steel bridge 203 m. in length and passes 
under the city of Rabat by a tunnel 
1,200 m. long, thus preserving the 
beauty of this garden city laid out on 
the lines of the French engineer Proust 
Since the French occupation in 1912. 

In 1920 the Compagnie des Chemins 
de Fer du Maroe received a concession 
for the construction and operation of 
1,000 km. of line. Of this the spur 
from Casablanca to Rabat, 85 km., is 
the first to be put into operation. This 
connects the chief commercial city 
and seaport with the capital and forms 
a part of the line Casablanca-Kenitra 
(125 km.), of which the section Kenitra- 
Rabat has already been operating with 
steam power for two years. _ 

The railways of Morocco fer some 
years are destined to be trunk lines, 
which will be fed for the most part by 
auto truck and stage services, the rail 
being used only for the bringing of 
phosphates and farm products to tide- 
water at the Atlantic ports of Kenitra, 
Mehedaya, Fedallah and Casablanca. 


Austria Receives $18,000,000 
for Electrification 


The finance committee of the League 
of Nations has released $18,000,000 
from the League’s loan to Austria to 
be used for the electrification of the 
Austrian railroads. The government 
originally asked for $25,000,000. Dr. 
Zimmermann, the league commissioner, 
opposed the use of the money for this 
purpose, and the league’s decision rep- 
resents a compromise favorable to 
Austria. 

The money is to be used to electrify 
the Tyrolean Railroad from Salzburg 
to Brudenz and the Brenner line. They 
connect Austria with Italy and Switzer- 
land and are most important from a 
commercial and tourist viewpoint. The 
proposal to electrify the famous Sem- 
mering line, connecting Vienna with 
the most popular mountain resort, was 
refused on the ground that the railroad 
was for luxury purposes. 


Electric Auto Bus Develops 
in France 


Further development of the electri- 
cally propelled auto bus appears to be 
imminent on a grand scale in France. 
The Renault firm is producing an elec- 
tric bus for town use, fitted with accu- 
mulators, or batteries, put out by the 
Dinin firm, which is expected shortly 
to have its trial on Paris streets. 
Lyons, in mid France, now has twelve 
electric buses in service, described in 
the ELEcTRIC RAILWAY JOURNAL, issue of 
Feb. 14, p. 276. The subject of electric 
buses for France is. being pushed for- 
ward by that puissant association the 
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Society for the Development of Electric 
Vehicles. Since the war this body has 
been actively engaged in encouraging 
the development of charging stations, 
particularly in the Paris and Lyons dis- 
tricts. 


Speed Reduced on Paris-Orléans 


Due to two recent accidents on 
the Orléans line, caused in each case, 
it is believed, from too high a speed 
during the period of re-laying the 
lines and installation of electric equip- 
ment, the French Minister of Public 
Works has ordered an immediate reduc- 
tion of speed of 25 per cent on all parts 
of the line where work of any nature is 
being carried on. In no case can the 
speed exceed 80 km. (50 miles) an hour. 


Electrification Progress on the 
Midi Railway in France 


The Midi Railway, paralleling the 
French slope of the Pyrenees in south- 
ern France, is perhaps the first French 
railway (of a total length of 4,116 km.) 
to carry out its entire electrification 
scheme, or at least is in advance of that 
of other French lines still working out 
the same problem. In the Valley of the 
Ossau the Hourat generating station is 
ready for operation. The Miegebat sta- 
tion will be ready shortly. The 150,000- 
volt system of transmission lines is 
completed and is working provisionally 
at 60,000 volts. 

Electric trains are circulating from 
Toulouse to Dax with branch lines to 
Pierrefitte, Bagnéres de Bigorre and 
Arreau. The electrification of the line 
to Luchon, a watering place, will be 
completed the coming summer. 

The electric installations on the im- 
portant sections from Dax to Hendaye 
at the Spanish frontier and from Bor- 
deaux to Irun in Spain are already com- 
pleted, and trials will be carried out 
soon to endow these important traffic 
sections with a new, fast and more fre- 
quent service. From Dax to Bordeaux 
to Archachon will see the completion of 
the electric installation during the pres- 
ent year. In all, the sections under 
electric operation or soon to be so oper- 


ated total 500 km., by far the most 


pretentious installation of its kind in 
France. 

There are 55 electric locomotives 
under construction and fifteen electric 
motor cars. Electric lighting has 
been installed during the past year in 
220 passenger coaches, in conformity 
with a law which provides that electric 
lights shall be installed in all passenger- 
carrying cars before 1927. 

The auto-bus feeder services of the 
company running through the high 
valleys of the Pyrenees and elsewhere 
in proximity to the line are in full 
operation, but owing to the climatic 
conditions of the past summer have not 
given the returns expected. 


Wireless on Tram Cars.—Tram: cars 
in Stockholm have been equipped with 
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wireless, so the journeys are now er 
livened by concerts and bulletins of tk 
latest news. 


Abandonment Under Consideration. 
An inquiry was recently held into th 
application made to the Ministry ¢ 
Transport by the Dudley, Stourbridg” 
& District Electric Traction Compan 
to abandon its tramway in the Kings 
winford area. The reason, it is statec 
is that the tramway does not pay. I 
abandoned, it will cut out an importan 
section of tramways running throug) 
the Black Country. 


New Polish Tramway Project—Cor 
struction of the new electric tramwa™ 
from Warsaw to Zatrardow, a distanc 
of 28 miles, is being financed by th 
Power & Traction Finance Company 
Ltd. The estimated cost of this con 
struction is £600,000. 


Station Train Indicators on Londoy 
Underground.—The illuminated frame: 
at stations on the Metropolitan Distric 
Railway showing the destinations o 
the next three trains has proved s' 
successful that the scheme is being ex 
tended to some of the tube railways 
In the past there was no need for sucl 
an arrangement on the tubes, as witl 
one exception they had no branches o. 
junctions. Through recent develop 
ments the state of simplicity has t. 
some extent gone, particularly on thi 
two lines now interconnected, the Char 
ing Cross & Hampstead and the City 
& South London Railways. On thesi 
the companies are installing a complet: 
system of station and signal cabin auto 
matic indicators. q 


South African Railways to Electrify 
—Electrification of the suburban line) 
of the South African Railways fron 
Capetown to the naval port of Simons. 
town and the seaside resorts of Kall 
Bay and Muizenberg and from Cape) 
town to Sea Point is to be started soon} 
Contract for the electrical equipmen) 


‘has been awarded to the English Elec 


tric Company. The value of the con 
tract is estimated at £350,000 and in 
cludes equipment for 83 motor and 13% 
trail cars. 


Electrification Scheme Progresses.— 
Recent United States Commerce Re 
ports refer to a report that an estimaty 
of about 33,000,000 rupees for the elec 
trification and doubling of the lines o- 
the South Indian Railway in th) 
suburbs of Madras has been sent to th)! 
home board by the authorities of thi 
railway at Trichonopoly. It is sai/ 
further that as soon as a reply is re! 
ceived the estimate will be forwardes 
to the railway board at Delhi for thi 
necessary sanction. 


Electrification Agreement Recordec 
—The Journal Officiel of the Sociét» 
des Tramways Bretons publishes un 
der date of May 1, an agreement for) 
the electrification of the interurba 
lines of the Breton Tramways from S*® 
Malo to St. Servan and Paramé on th» 
north Breton coast. It is assumed tha 
the local. authorities will be willing ty 
allow the state to control the enter 
prise. ‘The district served comprise 
three important summer resort towns 
where the. present steam tram facilitie 
are found utterly unable to cope wilt} 
the increase in summer traffic. 
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‘Seattle Municipal. Railway 
Deficits Explained 


D. W. Henderson, general superin- 
endent of the Seattle Municipal Rail- 
vay, Seattle, Wash., gave out a state- 
nent on June 10 explaining the deficit 
f $68,789 shown on the records of the 
nes for the first four months of this 
ear and the cumulative deficit of $615,- 
28 with which the lines finished the 
ear 1924. He said that the deficit of 

,789, referred to in the Times of 
une 3, did not represent any loss in 
peration or affect the finances of the 
ailway. It represented merely a plant 
dss due to the tearing up of “dead car 
cacks.”” According to Mr. Henderson 
he road is meeting all obligations and 
educing its deficit. 

‘With respect to the item which ap- 
eared in the Times on the deficit of 
615,928, Mr. Henderson said the paper 
id not say that during that same year 
he deficit had been reduced $369,431. 

He said it was a matter of common 
mowledge that during the first years 
f municipal operation under inade- 
uate fares the system ran heavily in 
ebt. The deficit at the end of 1920 
vas $1,814,163. Under the adequate 
4-cent fare the deficit had been re- 
uced to $877,491 at the end of 1922. 
n 1923 another three months’ experi- 
aent with the 5-cent fare was made. 
‘his resulted in a decrease of revenue 
f $512,713 for the year compared. with 
922, although the deficit increased only 
0 $985,359 due to economies in oper- 
tion. If it had not been for the exper- 
ment with the 5-cent fare in 1923, he 
hought the railway deficit. would have 
een virtually wiped out by now. Even 
vith that setback the railway reduced 
he deficit of $1,814,163 in 1920 to $615,- 
Ae the end of 1924. Mr. Henderson 
aid: 


We have met all operating costs, inter- 
st on bonds and bond payments and have 
educed our deficit $1,198,235 during the 
ast four years. 

The municipal railway belongs to the 
eople of Seattle. They are entitled to the 
acts regarding its operation and finances. 
Ve desire the friendly co-operation of the 
ress and of the people of Seattle in mak- 
1g the railway successful. 


Dividend Action Deferred 
at Duluth i 


Directors of the Duluth-Superior 
‘raction Company, Duluth, Minn., at 
heir recent meeting deferred action in 
egard to a distribution of the common 
hares. It was felt that the recent 
howing in regard to gross income did 
ot warrant action at this time and the 
1atter was left over until next quarter. 
jarnings are said to be better than 
_year ago, but not quite so good as in 
923. In Duluth the improvement for 
fay was about 12 per cent, but in 
uperior the earnings showed a decline 

about 5 per cent, cutting the general 
mprovement below the 10 per cent, 
thich it was hoped to be able to main- 
tin. According to the Canadian Finan- 
ial Post, from which these facts are 
aken, the automobile has created 


Duluth-Superior’s main problem. Not 
only is there jitney competition to be 
considered but the ever-increasing num- 
ber of car drivers cuts seriously into 
traffic returns. The company is still 
experiencing some competition from jit- 
neys in Superior, while in Duluth, where 
the jitney competition has been re- 
strained, there is still the issue of the 
increased fares, and until it is settled 
the margin of profit on operation is a 
doubtful. quantity even though gross 
returns are showing a nice increase. 


Income Tax Ruling 


No Deduction for Losses Permitted 
While Subsidiary Continues as 
Active Entity 


The United States Board of Tax Ap- 
peals handed down a decision on May 20 
in the appéal of the Portland Railway, 
Light & Power Company Portland, Ore., 
from a ruling of the federal income tax 
commissioner. 

The first point considered in the de- 
cision was in connection with advances 
which the railway company, whose 
name is now the Portland Electric 
Power Company, made each year from 
1915 to 1924 to the Willamette Valley 
Southern Railway. The Portland Elec- 
tric Power Company owns all of the 
preferred stock of this company and 
about 55 per cent of its common stock, 
and it has also guaranteed the payment 
of interest and principal on its bonds. 
The Willamette company has shown 
continual deficits which have had to be 
met by advances from the Portland 
company mentioned above, and these 
advances the Portland company wishes 
to charge off as losses on the ground 
that the Willamette company is in- 
solvent. The Board of Tax Appeals 
decided, however, that this cannot be 
done “so long as the corporation to 
which such advances are made con- 
tinues as an active corporate entity, is 
not actually adjudged bankrupt and no 
effort made to close or liquidate the 
account.” 

Another claim for deduction by the 
Portland company was in regard to the 
sale at a loss of some real estate pur- 
chased in 1907 at $119,628 and sold 
in 1920 at $88,000. The fair market 
value on March 1, 1918, was $151,538, 
and the company claimed the differ- 
ence between the sales price and this 
latter figure, less $4,531 depreciation. 
The commissioner, however, deducted 
the sale price from the cost price and 
also deducted the sum of $10,373 for 
depreciation in 1907. This left only a 
loss of $21,255 as against a loss of ap- 
proximately $59,000, claimed by the 
Portland company. On this point, the 
action of the commissioner in choosing 
between the basis of March 1, 1913, or 
cost, whichever gave the lower figure of 
loss, was sustained, on the basis of the 
decision of the United States Supreme 
Court on April 18, 1925. There was no 
dispute as to the amount of deprecia- 
tion to be deducted for each yéar. * © 


j refs 
Memphis Gross and Net 
Earnings Off 


The National Power & Light Com- 
pany, New York, holding company for 
utilities serving 47 communities in 
Tennessee, Alabama, Arkansas. and 
Texas, did a gross business of $22,886,- 
444 in 1924, according to the annual 
report, an increase of 94 per cent over 
1923. Net earnings were $8,063,330, 
an increase of 15 per cent. ’ 

Of the earnings of subsidiaries, 50 
per cent was derived from electric 
power and light services, 38 per cent 
from railway service and 12 per cent 
from manufactured gas and miscella- 
neous service. The subsidiaries re- 
ported 212,933 consumers, of whom 
158,463 were electric and 54,470 were 
gas customers. 

During the year the properties of the 
Birmingham Railway, Light & Power’ 
Company, the Bessemer Gas Company, 
Birmingham-Tidewater Railway and the 
Norwood Street Railway were acquired 
by the Birmingham Electric Company, 
which was organized for this purpose. 

The only strictly street railway prop- 
erty of importance reporting is the 
Memphis Street Railway. It runs 183 
miles of line and carried 53,985,680 pas- 
sengers in 1924, 56,073,749 in 1923 and 
56,035,125 in 1922. <A _ statement: of 
earnings for the year ended Dec. 31, 
1924, compared with the previous year, 
follows: 


STATEMENT OF EARNINGS OF 
MEMPHIS STREET RAILWAY 


1924 1923 
Gross earnings from ‘ ; 
operation ,........ $3,014,674 $3,154,526 
Operating expenses, 
including taxes .. 2,121,690 2,189,370: 
Net earnings from 
operation ...... $892,984 $965,156 
Other income ..... 3,628 9,478 
Total income .... $896,612 $974,634 
Interest on bonds. . 454,195 480,043 
Other interest and 
deductions ....... 8,890 30,206 
Balaneé. cnc ccsecia sp S4Sai0 at $464,385 
Dividends on pre- 
ferred stock .... 125,000 100,000 
PAlanGe” c-.~a Ase $308,527 $364,385 
Renewal and re- 
placement reserve. 277,125 228,932 
Balance for sur- 
plus 4 sakes $31,402 $135,453 


Seattle Seeks Stay in Tax Case 


Seattle’s Assistant Corporation Coun- 
sel, George Meagher, recently asked Fed- 
eral Judge Neterer for a stay of pro- 
ceedings in the suit of the Puget Sound 
Power & Light Company against the 
City of Seattle, Wash., to collect from 
it three-quarters of the tax on the 
Seattle Municipal Railway system for 
the year in which the system was taken 
over by the city. The court refused, 
holding it was premature as the man- 
date in the suit from the Circuit Court 
of Appeals had been returned to the 
higher court for a retaxing of the costs. 

_ The city is asking for a stay of pro- 
ceedings in the District Court pending 
the filing of an application for a writ 
of review from the Circuit Court find- 
ings to the United States Supreme 
Court: The case was carried to the, 
Circuit Court of Appeals upon a deci- 
sion of Judge Neterer sustaining a de- 
murrer filed by the city and the county, 


$96 


which were made joint parties to the 
action. The Circuit Court reversed 
Judge Neterer in so far as the suit 
affected the city, but sustained him 
relative to the county, dismissing the 
action against that municipality. 

The Puget Sound Power & Light 
Company is suing to collect from the 
city, under the provision of a city ordi- 
nance, three-quarters of the taxes levied 
against the street car system and paid 
by the company under protest. 


Denver Reorganization Plan 
Declared Operative 


Official announcement was made on 
June 9 that the reorganization plan for 
the Denver Tramway, Denver, Col., had 
been declared operative and that the 
securities to be issued in the reorgan- 
ization already have been underwritten. 
Under the official decision of the reor- 
ganization managers in declaring the 
plan operative, the reorganization will 
probably be effective as of July 1. 

The reorganized company will be 
headed by Ernest Stenger, the present 
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receiver for the tramway under the 
United States District Court and presi- 
dent of the company before it was 
forced into a receivership. 

Claude K. Boettcher, one of the reor- 
ganization managers, said: 


Security holders gave almost unanimous 
approval of the plan by depositing their 
stocks and_ bonds. I believe that the 
security holders were more nearly unani- 
mous in support of this plan than any 
ever presented before in any similar in- 
stance. 

What few of the securities have not al- 
ready been cared for have been under- 
written by a few of the large owners, a 
simple matter in view of the response of 
the stockholders. In addition to the securi- 
ties already deposited, more will be coming 
in within the next few weeks. Many bond 
and stock owners are in Europe at the 
present time and will deposit their securities 
as soon as possible. The time limit for 
security holders to participate in the plan 
by depositing their securities has been ex- 
tended to July 15. 

The trustees for the bondholders are now 
preparing the necessary papers for filing in 
the federal court in foreclosure of the pres- 
ent company as the next important step in 
the reorganization. This will be done as 
soon as possible. 

Later a decision will be made as to the 
name of the new tramway company, which 
will be as nearly the same as at the present 
time as possible. It is possible we may go 
into another state to incorporate and keep 
the same name. 


Detroit Financial Plan Announced 


Forty per Cent Assessment Proposed—Execution of Plan Urged by 
Receivers—Unsecured Creditors Get Bonds—Foreclosure Would 
Follow Failure of Stockholders to Support Plan 


SPECIAL meeting of stockholders 

of the Detroit United Railway, 
Detroit, Mich., has been called for June 
29 to vote on proposed issues of stocks 
and bonds and to consider the exchange 
of the present outstanding common 
stock for three issues of new stock, 
all to be put out as part of the plan 
for the reorganization of the railway. 

The plan for refinancing the railway, 
which went into receivership last 
March, was mailed to stockholders and 
unsecured creditors by the receivers in 
Detroit on June 12. Under the plan 
general mortgage bonds not to exceed 
an aggregate principal amount of 
$8,000,000 will be issued to cover all 
the property of the corporation. The 
bonds will bear 6 per cent interest. 

Of the $8,000,000 bonds, stockholders 
are asked to subscribe $6,150,000, and 
tre remainder is to be taken up by 
unsecured creditors. Subscriptions 
would be payable in one-fifth install- 
ments monthly, beginning June 26 next. 

The stockholders will vote on these 
questions: 

(a) Considering creation of an issue of 
preferred stock, bearing cumulative divi- 
dends at rate of 3 per cent the first year, 
4 per cent the second year, 5 per cent the 
third year and 6 per cent annually there- 
after. An issue of two classes of common 
stock, to be known as class A and class B, 
of which class A shall be entitled to divi- 
dends of 7 per cent in any year before any 
dividends on class B in such year, but 
shall not participate in any further divi- 
dends in such year. 

(b) Considering and voting on author- 
izing and requiring exchange of present 
outstanding common for said three issues 
ef stock. . 2 

(ec) Considering authorization of gen- 
eral mortgage bonds, not to exceed an ag- 
eregate principal amount of $8,000,000, 
bearing interest at the rate of 6 per cent 
annually, covering all the property of the 
eorporation. : 

(ad) Considering and voting on any modi- 
fications or additions to the foregoing that 
may be required. ‘ 

(e) Considering accepting of articles of 
association so as to make such Capital 
readjustment effective as of July 1, 1925. 


(f) Considering a resolution to make 
provision for canceling of old and issuing 
new certificates, and on any other matters 
that may come before the meeting, whether 
incident to or in connection with matters 
and things aforesaid or otherwise. 

A. L. Drum & Company, consulting 
engineers, retained by receivers, have 
succeeded in paring down expenses to 
the point where a fair profit is ex- 
pected to be shown by the end of the 
current year. Drum & Company esti- 
mate the financial results of operation 
of the lines for the twelve months 
from July 1, 1925, to June 30, 1926, as 
follows: 


Gross earnings........ Se heehee -.. $7,957,636 
Operating expenses and taxes........... 6,342.348 
Net from transportation... ............ $1,615,288 
Other income tees. caste te etre tc 960,000 


S05 othe ih CEO tee ahs eheie eee O20;000 

Excess of interest received from city of 

__ Detroit allocated to excess bonds. .... . 208,000 

Sinking fund payments... ............. 650,000 
Wotali sae e..7, eared .. $1,878,000 

Balancesavailable ss 6.56 0 oo ale ce $697,288 


The estimate is predicated upon the 
following: 


1. That a reorganization plan be adopted 
and be effective by July 1, 1925, at least 
to the extent of providing the funds re- 
quired by the receivers estimated at 
$1,660,953, ; 

2. That increased revenues in the amount 
of $1,010,000 for the twelve months will 
be derived from an increase in the rates 
of fare for interurban and city traffic. 

3. That the total operating expenses for 
the twelve months will be $1,525,000 less 
than for the twelve months of 1924. 


The sinking fund payments of 
$650,000 a year made from the rail 
earnings are more than sufficient to 
offset the accruing depreciation of the 
rail property. 


“oy ane 


Vol. 65, No. 25 


The engineers explain that this fore- 
cast of the net earnings to be expected” 
during the first year of operation of — 
the reorganized property is based upon 
probably the minimum number of pas- 
sengers that will ever under normal 
conditions be carried by the property; 
as the estimated number of passengers 
is 23.6 per cent less than the pas- 
sengers actually carried in 1923, and 
17.7 per cent less than the passengers 
actually carried in 1924. They say it is 
fair to assume that the large portion 
of this decrease in traffic, which is due 
to the present industrial depression, 
will be regained in future years and) 
will contribute a substantial increase in 
the future net earnings of the property. 

The receivers deem it necessary to 
provide for the immediate payment of 
a part of claim and other obligations, 
amounting to $1,660,000 and that pro- 
vision should be made for the payment | 
of the balance, amounting to $950,- 
000 over a period of a few years. 
They also feel that provision for these, 
payments is necessary because they 7 
have a direct bearing on the receivers’ 
ability to effect economies and in-. 
crease revenues. No portion of the ~ 
$1,660,000 immediately needed can be 9 
taken from operating revenues. In 
fact, the receivers have already used) 
operating revenues to some extent and 
the operating funds must be reimbursed, 

It was to this end that Judge C. 
Simonds, in the United States District 
Court, authorized receivers to issue 
certificates to the amount of $1,660,953. 
The certificates are to become payable 
July 1, 1926, and will be based on a 
lien on the D. U. R. property exclusive 
of that sold to the city of Detroit under 
the contract of March 10, 1922, which) 
is specifically protected by the court|} 
order. ; 

The right was reserved by the court 
to issue another order authorizing the) 
receivers to issue more certificates to) 
bring the total up to $1,800,000. The) 
money derived from the certificates, ac- 
cording to the original application, is) 
needed to meet requirements including 
the following: Changes and improve- 
ments, $184,056; land contracts, $241,- 
210; miscellaneous, $173,000; probably) 
unavoidable requirements listed as mis- 
cellaneous, $163,974; Wyondotte divi- 
sion, $160,300. The requirements for) 
buses include an amount of $679,599 
for equipment and $185,000 to com! 
plete payment for the Star Motor 
Coach Line and $66,550 in connectior| 
with the purchase of a majority of the 
stock of the Public Service Transi* 
Company. | 

In a statement to the unsecured cred- 
itors of the railway the receivers say} 
in part, in referring to the demand 
made on the stockholders in order te 
protect their equity: | 

It will be noted that the stockholder® 
are called upon to subscribe and pay fo J 
in cash at par general mortgage bonds i 
an amount equivalent to 40 per cent of th» 
par value of their stock. (There is $15, 
375,000 of stock outstanding.) No set o 
stockholders could reasonably be expecte 
to do more. No lesser amount would b# 
adequate. This amount will be sufficien _ 
if the creditors co-operate as contemplate 
by the plan. The new general mortgagy 
bonds will rank next after the first mort 
gage and collateral trust sinking fund five: 
year 6 per cent bonds, of which $7,775,00) 
are now outstanding, against which ther 
is up as collateral $2,000,000 of the 44 pee 
cent bonds which are being paid with th» 


moneys paid by the city of Detroit on t 
purchase of the city lines. When, on Jul 


June 20, 1925 


1, 1929, the above-mentioned 6 per cent 
bonds all mature and are paid off the gen- 
eral mortgage bonds will then become first 
mortgage bonds. The plan to be success- 
ful further requires that the unsecured 
creditors shall take these general mortgage 
bonds in payment at par for their claims. 
Thus the present indebtedness will have 
the same standing as the new money. 

The executed subscription agreement 
must be in the hands of the depositary not 
later than June 26, 1925. The time is 
short, but at least $600,000 must be in the 
hands of the receivers by July 1 and the 
other $1,000,000 then assured to be forth- 
coming as and when‘required. If the plan 
does not become operative because of lack 
of sufficient support by stockholders and 
creditors, there will of course be no funds 
from that source to take up the receivers’ 
certificates. It was absolutely impossible 
for the receivers to work up definite and 
reliable data and information at any earlier 
time. If this plan is not supported, the 
receivers will be required to finance the 
certificates from some other source and 
also there will be no alternative but a sale 
of the property in due course of time 
under the decree of the court. 

It will be understood that the plan is in 
no sense the receivers’ plan, but the receiy- 
ers have fel€ it their duty to the creditors 
to assist the stockholders in putting out 
the very best plan that the stockholders 
could possibly carry through. The receiv- 
ers have also felt it to be their duty to 
make clear the merits of the plan and the 
conditions under which it is put out. Hav- 
ing done this to the best of their ability, 
it is for the creditors to consider and deter- 
mine for themselves between subscribing 
to the plan or being able to protect them- 
selves on a sale of the property. 


The statistical record of the company 
has been reduced to the accompanying 
presentation: 


CAPIT ALIZATICN 

Authorized Outstanding 
$25,000,0U0 $15,375,000 
FUNDED DEBT 


4 per cent bonds, due 1932........... 
Underlying bonds on property 


Common stock 


$11,000,000 
857,000 
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Insull Interests Buy the 
Manchester Traction 


Negotiations for the purchase of the 
Manchester Traction, Light & Power 
Company, Manchester, N. H., by the 
Middle West Utilities Company have 
been completed, it was announced on 
June 17. The purchase price approxi- 
mates $7,500,000. The sale is con- 
tingent on the securing of 55 per cent 
of the stock by the Middle West Com- 
pany by July 15. 

Letters will be mailed to every share- 
holder recommending the acceptance of 
the offer of $150 per share made by 
the Insull interests. There are 49,500 
shares of stock scattered throughout 
New England. 


Won’t Allow Track Removal.—The 
Arkansas Railroad Commission has re- 
fused the petition of the Fort Smith 
Light & Traction Company, Fort Smith, 
Ark., to remove track from the city 
limits of Van Buren to the Falcon Zinc 
& Smelting Company’s plant. The 
company has filed an appeal in the Cir- 
cuit Court. It alleges that the opera- 
tion of that part of the line should be 
discontinued on account of the increased 
use of the automobile. 


Seeks Foreclosure and Receiver.— 
Suit to foreclose a mortgage on the 
Tiffin & Fostoria Railway and for ap- 
pointment of a receiver was begun in 
Common Pleas Court at Tiffin, Ohio, re- 
cently by the Ohio Savings Bank & 
Trust Company, Toledo, acting as trus- 
tee for the bondholders. Several 


6 per cent first mortgage gold bonds.... 8,472,000 . a 
Underlying bonds of subsidiary com- months ago the line was sold to the 
pies! enone ce Morne t ei. We 8,325,500 Toledo, Fostoria & Findlay Railway for 
6 per cent collateral trust notes, due 1926 25,000 $30,000 and that road is now operating 
Gen. nape ge trust certificates ‘‘A’’ . Z 3 
ties 93 aumibet ener anaes 1,000,000 the property. The latter company was 
DIVIDEND RECORD Ee a party in this suit of bond- 
Per Cent Year Per Cent o aoe : 
4 1914... 6 Hearing Called on Abandonment Peti- 
i ie fe tion—A hearing has been called at 
4 Lo? eee 7: Buffalo, N. Y., before Public Service 
43 its Denese : Commissioner Pooley on the petition of 
34 ie Pe a 8 the Buffalo & Erie Railway for ap- 
5 [92a 2+23 proval of abandonment of a portion of 
2 328 EEE us its route in Fredonia and the town of 
1024 A eee 3 Pomfret, Chautauqua County. 
MARKET RECORD Line Discontinued—The interurban 
ott a eee ae saa Sa operated between Albia and Hiteman by 
76% 55; the Albia Light & Railway Company, 
80: or Albia, Iowa, has discontinued service. 
ms ¢9 The line was established in 1908. It 
1283 69 has been operating at a loss for the last 
128 1042 few years. 
113, 39; Files Abandonment Routes. — The 
96. 50. Yonkers Railroad, Yonkers, N. Y., has 
ed a filed a certificate in the office of the 
721 19: Secretary of State abandoning that 
29 } portion of its route on Central Park 
PROFIT AND LOSS 
1919 1920 1921 1922++ 1923 1924 
G ingaversot et aoe $24,683,038 $28,986,228 $23,329,068 $13,184,771 $8,863,599 $8,360,035 
Gee shine expanses alanis 19,792,528 25,025,165 19,428,779 10,098,489 7,243,210 7,275,797 
Net ines et oes 4,890,510 $3,961,063 $3,900,289 —$3,u86,282 $1,620,328 $1,084,238 
eR eh area : 546,406 676,118 716,224 1,064,574 873,582 692,924 
Gross income.........-.-- $5,436,916 $4,637,181 $4,616,513 $4,150,856 $2,493,910 $1,777,163 
Tricome fram: bonds...i-.255 9. « su stegs wa atlas Ss Copttytrres tetereee 78; 784.5 wie eames 
$5,436,916 $4,637,181 $4,616,513 $4,150,856 $2,572,694 $1,777,162 
dues ah koe 2868250 3,003,606 3,351,068 2,222,981 1,630,264 1,625,778 
ea cyte eee Set 1,209,000 —- 1,200,000 675,000 230,275 921,351 460,750 
Depreciation reserve ...... 0,000 400,000 400,000 B50;000)* )..... 44. OP aae 
RADI 8 eh sss caia, cicusiols.b in #3418, 665 *$33,575  *$190,445 *$1,447,600 $21,079 +$309,366 
Rate per cent earned.... .. 10.79 8.21 3.68 10.09 556. Giopeetee 


*After depreciation ae taxes. {Deficit. 


+tCity took over Jocal Detroit lines May 15. 


997 
Avenue, Walnut Street, McLean 
Avenue, Tuckahoe Road and Bronx 
River Road. 


Southern Power & Light Sold.— 
Stockholders of the Southern Power & 
Light Company, meeting at Pine Bluff, 
Ark., on June 15, approved the merger 
of that company and its subsidiaries 
with the Electric Power & Light Cor- 
poration. The Southern Power & Light 
Company is the controlling corporation 
for the Couch-Longino properties in 
Arkansas, Louisiana and Mississippi. 
H. C. Couch continues as president of 
the Southern Power & Light and other 
companies in that group. 

Will Abandon Service.—The Arkansas 
City-Winfield Northern Interurban Rail- 
way is to abandon its railway service 
between Arkansas City and Winfield, 
Kan., and in these cities. The line has 
been a losing proposition for some five 
years, despite efforts of the city to 
keep it going. The recent granting of 
a franchise to a bus company and the 
several truck and passenger lines -oper- 
ating between the towns have been in- 
strumental in the company’s failure. 


May Abandon Valuation.—Valuation 
by the city of Winnipeg of the traction 
system of the Winnipeg Electric Com- 
pany, Winnipeg, Man., may be aban- 
doned as a way of keeping the proposed 
purchase out of the arbitration pro- 
ceedings, should the ratepayers pass a 
by-law in favor of its acquisition. 
Following the arguments advanced by 
Alderman D. McLean, early in the pro- 
ceedings with the company, that the 
city of Winnipeg had no course open 
but to accept for submission to the 
ratepayers the company’s asking price 
for its tramway system if it wished to 
avoid arbitration the special committee 
now is considering cancellation of the 


analysis of valuation ordered three 
weeks ago. 


Deficit for May in Toledo.—A deficit 
of $5,131 for May was reported by the 
Community Traction Company, Toledo. 
Operating expenses for May were 
$158,452, compared with $182,660 for 
a similar month a year ago. This cut 
was due to economies in operation. 
Passenger revenue was $286,904, com- 
pared with $297,482 last May. The de- 
ficit to the stabilizing fund is now $135,- 
529 plus the original $400,000 in the 
fund. Car riding slumped compared 
with April. There were 131,027 rev- 
enue passengers per day on an average 
in May, 1925, compared with 138,348 
in April and 148,708 in May last year. 
Total revenue passengers for the month 
were 4,061,842, compared with 4,609,937 
in “May, 1924. 


May Receipts Show Gain.—The gross 
income of the Philadelphia Rapid 
Transit Company, Philadelphia, Pa., 
for May was $394,729 in excess of the 
gross for May, 1924, under the four- 
tokens-for-a-quarter rate. The present 
temporary rate is 8 cents, two tokens 
for 15 cents. All lines carried 80,047,- 
428 passengers in May, as against 
81,288,979 pessengers in May, 1924. 
The report shows the surplus for the 
five months to be $518,232 and for the 
month of May $134,594. The total 
number of passengers carried in the 
five months was 385,949,131, of which 
surface, subway and “L” lines carried 
384,743,150 and buses 1,205,981. 
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Personal Items 


H. S. Robertson, Manager 


Executive Long Familiar with’ Denver 
Problems Appointed to 
Operating Post 


When Edward A. West resigned as 
general superintendent of the Denver 
Tramway, Denver, Col., to join the 
Utah Light & Traction Company, Salt 
Lake City, there was much speculation 
on the outside as to who would be 
selected to assume the varied duties he 
had so ably performed. On the inside, 
however, was Howard S. Robertson, to 
whom the other members of the board 
said: 

“Mr. Robertson, you are thoroughly 
familiar with the policies of the com- 
pany and as our general manager you 
will please direct us.” That’s how the 
vacancy was filled. Mr. Robertson cer- 


H. S. Robertson 


tainly was familiar with the company’s 
affairs. For about twelve years he has 
been secretary of the company, a mem- 
ber of the board of directors, and while 
not taking an active part in operating 
details he knew what had been going on. 
Because of this and his untiring devo- 
tion to duty his advancement to the 
general managership followed. 

On entering the general manager’s 
office the representative of the EL&c- 
TRIC RAILWAY JOURNAL at Denver met 
a man of medium build, with iron gray 
hair, who acted according to what is 
generally understood to be “Southern 
hospitality.” His reply to the inquiry 
for Mr. Robertson, ‘“‘Why, that’s me,” 
seemed to pop out with a “Glad to see 
you” back of it, showing that a pleasing 
personality and ability had carried 
Howard Robertson forward to the posi- 
tion he occupies. 

This man who has worked so silently 
for so many years at Denver as to escape 
the attention of practically all but his 
friends and immediate associates was 
born in Cheyenne, Wyo., on May 23, 
1878. When he was only three years 
of age the family moved to Denver and 
he has been there ever since. After 
finishing in the public schools, he was 
graduated from West Denver high 


school, and in due time walked from 
the University of Colorado’s law school 
carrying his sheepskin. This was in 
1901. He lost no time in having a gold 
lettered sign printed, but went right 
to work in the claim department of the 
Denver Tramway. Two years later he 
joined the legal department as an as- 
sistant to C. J. Hughes, Jr., the general 
counsel. In 1908 he was appointed 
general attorney, serving with Gerald 
Hughes, who had succeeded his father 
as general counsel. 

_If Mr. Robertson has an avocation 
it is hiking. He has never been known 
to neglect business to go on a hike; 
neither has he been known to neglect 
an opportunity to relax when a respite 
from business has been earned. 


J. J. Doyle Heads Washington- 
Baltimore Interurban 

George T. Bishop, president of the 

Washington, Baltimore & Annapolis 


Railroad, Washington, D. C., for the 
last twenty years, becomes chairman 


of the board of directors; J. J. Doyle, 


formerly vice-president and general 
manager, becomes president; George 
Weems Williams, first-vice-president 
and general counsel; Thomas P. Little- 
page, second vice-president and secre- 
tary, and Harry T. Connolly, general 
manager. 

The changes are due to the desire of 
Mr. Bishop to be relieved of the more 
active duties of that office. 

The new president, Mr. Doyle, ies 
resided at Baltimore for nearly twenty 
years and has been connected with the 
company in various capacities for that 
period. Mr. Connolly, the new general 
manager, was born and reared in Bal- 
timore and was manager of utilities at 
Annapolis until his appointment as 
assistant general manager. 


Ernest Stenger Heads New 
Denver Company 


Ernest Stenger will head the suc- 
céssor to the Denver Tramway as presi- 
dent under the reorganization. Mr. 
Stenger has been receiver under Judge 
Lewis. He was elected president of the 
Denver Tramway in 1920, a short time 
before it went into the hands of the 
receiver. Prior to taking over that 
position, he was superintendent of the 
southern division of the Union Pacific 
Railroad, with headquarters at Kansas 
City. 


Glasgow Appointments Made 


The Glasgow tramways committee 
has approved of proposals by the man- 
ager to appoint various members of his 
staff to take charge, under his direction, 
of certain sections of the department. 


The new appointments are: J. Mac- 
Donald, engineering (electrical); A. 
Gerrard, engineering (mechanical); 


J. Grierson, engineering (civil), and 


G. B. Masterton, engineering (construc- 
tion). These changes have been ren- 
dered necessary through the resignation. 
of George G. Braid, chief engineer of 
the department. 


W. S. Hart Heads Canadian 
Association 


William Stephen Hart, elected presi- 
dent of the Canadian Electric Railway 
Association at the recent meeting in 
Montreal, is an officer or a director in 
nearly all the many enterprises in Can- 
ada with which the Aldred interests 
are identified. He is treasurer and di- 
rector of the Shawinigan Water & 
Power Company, treasurer and director 
of the Canada Carbide Company, Ltd., 
vice-president and treasurer and di- 
rector of the Canadian Electro Prod- 
ucts Company, Ltd., vice-president and 
director of the Continental Heat & 
Light Company, president and director 
of the Electric Service Corporation, 
managing director, treasurer and di- 
rector of the Highway Lighthouse 
vice-president and di- 


Company, Ltd., 


rector of the North Shore Power Com- 
pany, treasurer and director of the 
Quebec Power Company, treasurer and 
director of the Quebec Railway, Light, 
Heat & Power Company, Ltd., vice- 
president and director of the Shawinigan 
Engineering Company, Ltd., treasurer 
and director of the St. Maurice 
Power Company, Ltd., vice-president 
and director of both the Shawinigan 
Falls Terminal Railway and the Three 
Rivers Traction Company. 

This is an imposing array of offices. 
Still the incumbent of them has so far 
escaped the public limelight. His very 
accession to these posts means that he 
has done many unusual things, but they 
have been done so unostentatiously that 
leads have been difficult to secure and 
impossible to follow. This much is 
known. Mr. Hart is another American 
who has become one of Canada’s empire 
builders. He was born in Foxborough, 
Mass., on June 1, 1878 and was edu- 
cated at the Massachusetts Institute of 
Technology. He went to Canada from 
the United States in 1903. In that year 
this man of many corporate interests 
commenced with the Shawinigan Water 
& Power Company as an accountant. 
He was appointed secretary in 1906, 
treasurer in 1912 and a director in 1916. 


June 20, 1925 


Wisconsin Public Service 
Announces Change 


_ J.C. Shade, who has been in charge 
of the railway department of the Wis- 
consin Public Service Corporation, 
Green Bay, Wis.; W. H. Sylvester, 
superintendent of railways, Manitowoc, 
and C. EF. Borgnis, engineer maintenance 
of way, Green Bay, have tendered their 
resignations. George Biebel, superin- 
tendent of transportation, will look 
after the operation of the railway de- 
partment at Green Bay; H. A. Zimdar, 
manager at Manitowoc, will take over 
Mr. Sylvester’s duties, and Francis 
Daniell of the power department will 
look after the work heretofore in 
charge of Mr. Borgnis. All of these 
departments will operate under the gen- 
eral direction of Mr. Carson. 


L. H. Breuer, Rolla, Mo., was re- 
cently reappointed chief counsel for the 
Missouri Public Service Commission by 
Gov. Samuel A. Baker. 


J. Welling, permanent way engineer 
for the London County Council Tram- 
ways since 1901, is retiring. He will 
receive a pension of £504 a year. 

H. McDavid, for the last seven years 
secretary and treasurer of the Hatties- 
burg Traction Company, Hattiesburg, 
Miss., recently purchased by the Mis- 
sissippi Power Company, has been suc- 
ceeded by E. E. Burkett, who has been 
general bookkeeper. Mr. McDavid will 
be superintendent of local operations 
in Gulfport, Miss., for the Mississippi 
Power Company. 


Obituary 


William Tichenor, claim agent of the 
Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., 
and president of the American Electric 
Railway Claims Association, 1914-1915, 
died at his home in Indianapolis on 

June 12. He was graduated from the 
| University of Michigan and after the 
completion of his law studies he began 
the practice of law in Terre Haute. In 
1905 he was made assistant attorney of 
the Indianapolis Traction & Terminal 
Company. After the merger which re- 
sulted in the formation of the Terre 
Haute, Indianapolis & Eastern Trac- 
tion Company Mr. Tichenor was made 
claim agent of the company. This posi- 
tion he held up to the present time. 
He was very active in claims associa- 
tion work and before his election as 
president of that body was second vice- 
president and first vice-president. 


F. Spencer, one of the pioneers of 
electric traction in England, died on 


May 16. He was an engineer in con- 
nection with the construction and 
operation of the Blackpool electric 


tramway, opened for traffic in 1885. 
After that Mr. Spencer held various 
tramway engineering and managing 
positions. One of his sons is C. J. 
Spencer. general manager of the Metro- 
politan Electric Tramways. — 

William Mainland, president of the 
Hannibal Railway & Electric Company, 
Hannibal, Mo., died on June 3 at his 
home in Oak Park, TH. He was 66 
years old. ‘ 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Sixty Buses Ordered for 
Kansas City 


Francis M. Wilson and Fred W. 
Fleming, receivers for the Kansas City 
Railways, Kansas City, Mo., have prac- 
tically completed all arrangements for 
the purchase of the buses which are to 


form the auxiliary transportation 
system. The first order, for 25 single- 
deck, 29-passenger  street-car type 
buses, was awarded to the Yellow 


Coach Manufacturing Company, Chi- 
cago, on the night of June 10. 

The receivers are buying only the 
chassis for the several types of buses 
from the bus manufacturers. Two St. 
Louis car companies are to build the 
bodies, the chassis being delivered at 
St. Louis rather than to Kansas City. 

On the afternoon of June 11 Mr. 
Wilson, in order to get guaranteed 
delivery within a certain period, called 
the executive offices of the Six-Wheel 
Safeway Manufacturing Company, 
Philadelphia, on the — long-distance 
telephone and ordered eighteen double- 
deck buses and five parlor cars from 
that company. Agreement was obtained 
to have all the double-deck buses 
delivered at the body manufacturers in 
St. Louis within 42 days and the five 
parlor car chassis within 49 days. The 
point on which the purchase of the six- 
wheel buses had hung fire was that of 
early deliveries. The agreement for the 


purchase of the six-wheel buses having 
been made orally between Mr. Wilson 
and the Philadelphia manufacturer’s 
executives, the receivers signed the 
formal order the same day. The bodies 
for these will also be built in St. Louis. 

On June 12 it was announced that 
two of the six-wheel chassis had been 
shipped on that day from Philadelphia 
to the body makers at St. Louis, to be 
used in making measurements for 
eighteen double-deck bodies and the 
five parlor car bodies. It also became 
known on that day that the Yellow 
Coach Company intended to make im- 
mediate shipment of a sample chassis 
to St. Louis to enable the body makers 
to start on the street-car type bodies. 

The receivers also have arranged to 
purchase from the Mack Truck Com- 
pany two standard-type buses for use 
on the feeder lines. The Mack com- 
pany is also to furnish eleven chassis 
to be shipped to the body makers in 
St. Louis, but the two standard buses 
will be the first of the new system to be 
seen on Kansas City’s streets. They 
are expected to arrive in July in time 
to be placed in service in accordance 
with the provisions of the franchise 
granted. the railway in connection with 
the auxiliary bus lines. 

It was announced on June 13 that the 
receivers had decided to fit six buses 
with gasoline-electric equipment for 
use on the 39th Street route. The pur- 


ELECTRIC RAILWAY MATERIAL PRICES—June 16, 1925 


Metals—New York 


Copper, electrolytic, cents per|lb........... 13 75 
ead; CentS periDermehie a... cee ccene 8.35 
Wickelcenteiper $b. o.t.ss... 2... eee 34 00 
ZIRCKCCNtS DEP ID Ieee. s.-s oes elem 7.30 
Tin, ‘Straits, cents per lb.. 56 00 
Aluminum, 98 to 99 per cent, cents per ‘Ib. 27.00 
Babbitt metal, Un ein cents per lb.: 

Waie prade tee renger 9-3... a ete eae 60.00 

Commerciale se ess eee 28.00 


Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 


ROSS Te ee ca ee ees $4,275 
Somerset mine run, Boston. ; 1.975 
Pittsburgh mine run, Pittsburgh. 1395: 
Franklin, Ill., screenings, Chicag 2.123 
Central, Ill., screenings, Chicago it 1.775 
Kansas screenings, Kansas City..........- 2.625 


Track Materials—Pittsburgh 


Standard steelrails, grosston.,........... $43.00 
Railroad spikes, drive, Pittsburgh base, 
SQUID Gnl OM Mee h gr ioe. sc cater ain s 20:95. 
me lates (flat type), cents perlb.. 2 375 
glebarscentsperlb..............---+> 2.75 
Rall bolts and nuts, Pittsburgh base, cents, lb. 4.075 
Steel bars, cents perlb..........--..:--65 2.00 
Ties, white oak, Chicago, 6 in.x8 in.x8} ft... $1.50 
Hardware—Pittsburgh 
Wire nails, base perkeg...........---+-++ Zan 
Sheet iron (28 gage), cents per lb.. 3.15 
Sheet iron, galvanized (28gage), cents perl. 4.25 
Galvanized barbed wire, cents per lb.. 3 45 
Galvanized wire, ordinary, cents perlb.. 2.50 
Waste—New York 
Waste, wool, cents per lb.. 16 
Waste, cotton (100 Ib. bale), cents per Ib.: 
Whites eee... 13-19 
Colored........ 10-15 


Paints, Putty and Glass—New York 


Linseed vil (5 bbl. lots), per gal.. $1.07 
Whitelead in oil (100 1b. keg), cents per lb,. 0.1575 
Turpentine (bb]. lots), per gal... 1.02 
Car window glass, (single strength), first 


three brackets, A quality, discount*..... 84.0% 
Car window glass, (single strength), first 

three brackets, B quality, discount*... . 86.0% 
Car window glass, (double strength) all 

sizes, A quality, Giscount sso me's ceie 85.0% 
Putty, 100 lb. tins, cents perlb............ +6 

* Prices f.o.b. works, boxing charges extra. 

Wire—New York 
per wire base, cents per lb... 15.50 

Rartsnecreed wire, No. 14, per an 000 ft.. $6.25 

artiste wire base, cents perlb.. 18.00 
Paving Materialia’: 

Paving sans granite, 4x8x4, f.o.b. 

Chicago, dressed, persq.yd............. 

Common, persq.yd,.........--.2.0+-+- 
Wood block pane 33,16 lb. treatment, 

INNO ofetd Aa! Saris Nene das vegies 2.86 
Paving rea Sixeix4, N. Y., per 1,000 in 

CATICAGOtE eR Gard ti tk neha E ns 51.00 
Paving brick 3}x8}x3 N.Y., per 1000 in 

GRrlOAG Obs hic cet sare ete kite 5.00 


Crushed stone, }-in., carload lots, N. Yr 
DOF OUVG pero alaistenecto yeh e aie 1.85 
Cement, Chicago consumers’ net prices, 


Without DAGBI a om.c seen oe ee ans ee 2.20 
Gravel, j-in., aie Re £OIDWING Y ohos eaters Ws 
Sando eniyd., Nu Yon csi ee) oe cee r 1 00 


Old Malate New York and Chicago 


Heavy copper, eenieipsr Ib. a eae Ae 11.125 
Light copper, cents per lb.. te awe 9.375 
Heavy brass, cents per lb.. 7.00 
Zine, old scrap, cents per ib.. 4.375 
Lead, cents perlb. (heavy).. 6.75 
Steel car axles, Chicago, netton......-.... $17.29 
Cast iron car wheels, Chicago, gross ton... . 18.00 
Rails (short), Chicago, grosston........ : 18.75 
Rails, (relaying), Chicago, grosston .... 25 50 
Machine turnings, Chicago, grosston ...... a7) 
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chase of this equipment is contingent 
upon terms of maintenance offered by 
the electric company. The gasoline- 
electric equipment was tested on June 
12, and found to be satisfactory to the 
receivers, 


To prevent confusion about fares, 
buses on the 25-cent parlor car line to 
the Country Club district will be 


painted a dark blue, with the company’s 
monogram in gold. 

Fares on all other lines are to be 10 
cents, with transfer privilege between 
street car and bus for an extra 8 cents. 

The first feeder line is expected to be 
in operation on July 4. The single- 
deck buses are to arrive in August and 
September and the double-deck buses 
in October. 


E. M. Howe Heads Gray Motor, 
Maker of Tilling-Stevens Buses 


Following a recent meeting of the 
directors of the Gray Motor Corpora- 
tion, Detroit, Mich., announcement was 
made of the election of Ernest M. 
Howe, widely-known British transpor- 
tation expert, as president of the Gray 
organization. 

Coincident with the election of Mr. 
Howe as president, Henry W. Burritt 
was made vice-president and treasurer 
and B. M. Schultz secretary. The new 
Gray directorate will consist of Paul 
Gray, O. J. Mulford, Fred J. Robinson, 
Frank Beall, Henry W. Burritt, Ernest 
M. Howe, David M. Brown, Hobart B. 
Hoyt, Benjamin S. Hanchett, Charles P. 
Noreross and Henry Melville. 

The manufacture and sale of Gray 
cars will be continued and expanded, 
and in addition the Gray Motor Cor- 
poration will be the sole manufacturer 
in the United States for the Tilling- 
Stevens Corporation, maker of the 
Tilling-Stevens gasoline-electric bus. 

The gasoline-electric bus as it will 
be produced by the Gray organization 
will be an American vehicle throughout, 
save only for the electrical equipment. 
It will embody the Tilling-Stevens elec- 
trie drive and control. 


Car Purchase Necessitates 
Power Equipment 


The demand for increased power due 
to the contemplated addition of 130 
new multiple-unit cars by the Pitts- 
burgh Railways, Pittsburgh, Pa., has 
made necessary the purchase and in- 
stallation of new power equipment by 
the Duquesne Light Company. These 
ears will be put into service in the fall. 
A large part of this new power equip- 
ment will be used in the installation of 
the first automatic railway substation 
on the Duquesne Light system. 

This automatic substation will be lo- 
cated In Mount Oliver and will include 
a 2,000-kw. converter, transformer and 
automatic switching. 

It is proposed to extend the present 
switching station at Penn and Swiss- 
vale Avenues, Wilkinsburg, so that twe 
2,000-kw. 600-volt converters with 
transfermers and manual switching may 
be iImstalled at Wilkinsburg. They will 
supply 600-volt direct-current power to 
the Pittsburgh Railways. The power 
equipment is being furnished by the 
Westinghouse Electric & Manufactur- 
ing Company. 


Rolling Stock 


Rockford & Interurban’ Railway, 
Rockford, Ill, has ordered three 20- 
passenger buses. > 

Pine Bluff Company, Pine Bluff, Ark., 
has received two new street cars of the 
Birney one-man safety type, with two- 
motor control and a capacity of 34 pas- 
sengers. The cars were made by the 
American Car Company of St. Louis. 


New Incorporation 


Quincey & Northeast Electric Rail- 
way, Quincy, IIl., recently filed papers 
of incorporation with the Recorder of 
Deeds at Quincy, Ill. The proposed 
line would run from Quincy to Mon- 
mouth, Ill., through Adams, Hancock, 
Henderson and Warren Counties. The 
articles of incorporation list the capital 
at $1,200,000 and authorize the use of 
steam, electricity or other motive 
power. 


Track and Line 


Illinois Traction System, Peoria, IIl., 
has acquired property in Madison, Il., 
needed to eliminate a sharp curve in 
the tracks at Second and Madison Ave- 
nue, recently taken over from the 
Alton, Granite & St. Louis Traction 
Company. Two parcels of land pur- 
chased cost $54,000 while labor and ma- 
terial will bring the total expenditure 
for the improvement to $75,000. 

Winnipeg Electric Company, Winni- 
peg, Man., recently completed the lay- 
ing of 4,400 ft. of second track on St. 
Mary’s Road, Winnipeg, from MeMil- 
lan Street to St. Anne’s Road. It is 
open-track construction. 

Toronto Transportation Commission, 
Toronto, Canada, was authorized by a 
resolution of the York Township 
Council to construct and lay down rail- 
way tracks to complete the Rogers 
Road line to Bicknell Avenue, as out- 
lined in the Toronto Transportation 
Commission report, which revises the 
estimate for the cost of this work from 
the tentative estimate last year of 
$350,000 to $329,000. 

New York & Queens County Railway, 
New York, N. Y., has started the 
double-tracking of the line operating 
between Jamaica and Flushing. There 
is a total of 14,547 ft. of single track 
between Flushing and Jamaica. It is 
expected that half of this will be dou- 
ble tracked during the summer. The 
work, under the direction of Receiver 
Andrews, has been necessitated by a 
growth in population in this territory 
and by the anticipated growth in traffic 
when the subway between New York 
and Flushing is put into operation. 

Portland Electric Power Company, 
Portland, Ore.. is to expend $17,000 
extra in trackage in order to extend 
its lines on the new St. John’s section 
over a route that will be more nearly 
in the interests of safety. F. I. Fuller, 
vice-president, stated to the City Coun- 
cil that the company would be willing 
to do this if it was relieved of the cost 
of paving between and alongside its 
new tracks. 


Intercity Terminal Railway, North 
Little Rock, Ark., has completed the 
1-mile extension over East Second St. 


British Columbia Electric Railway, 
Vancouver, B. C., will soon install addi- 
tional track facilities on the Sasamat 
line, together with electric signals for 
single-track operation. Plans are 
being prepared for double-tracking 41st 
Avenue from Granville to East Boule- 
vard and will be submitted soon to the 
Point Grey authorities for approval. 


Trade Notes 


Continuous Transit Company, New 
York, N. Y., at a recent directors’ meet- 
ing decided that the New York office 
should be discontinued some time dur- 
ing the last week in June. All future 
communications with reference to the 
moving platform should be addressed in 
eare of Thomas Drever, president of 
the Wah! Company, 1800 Roscoe Street, 
Chicago. 

Timken Roller Bearing Company, 
Canton, Ohio, announces the retirement 
of Heman Ely, vice-president and 
treasurer. Mr. Ely became associated 
with the Timken company in 1909 as 
secretary and in 1916 was also ap- 
pointed treasurer. He became vice- 
president and treasurer in 1920. H. J. 
Porter, who has been general sales 
manager, is advanced to vice-president 
in charge of sales. L. M. Klinedinst, 
heretofore assistant to Mr. Porter, be- 
comes general sales manager of the 
industrial division. 


Charles N. Ring, until recently works 
manager of the Allied Steel Castings 
Company, Harvey, Ill, has been ap- 
pointed assistant director of the Elec- 
tric Steel Founders’ Research Group, 
succeeding W. J. Corbett, who has re- 
signed to become secretary-manager of 
the Steel Founders’ Society of America. 


Gold Car Heating & Lighting Com- 
pany, Brooklyn, N. Y., recently had a 
convention of its sales representatives, 
gathered from all parts of the United 
States. At the conclusion of the con- 
ference F. O. Bailey, sales manager, 
gave a luncheon at the Whitehall Club, 
at which were present E. E. Gold, 
president, and E. B. Wilson, vice- 
president, and the sales force. Subse- 
quently the representatives and their 
wives were entertained at Coney Island 
by Mr. Bailey. 

Timken-Detroit Axle Company, De- 
troit, Mich., has announced that P. W. 
Sloan, who has been service engineer 
in charge of the field service men, has 
been appointed service manager. Mr. 
Sloan has been connected with the Tim- 
ken organization for a number of years. 


— 


New Advertising Literature 


Steel Sales Corporation, Chicago, IIl., 
has issued “The Welder’s Guide,” a 44- 
page reference work “for the man who 
is actually welding.” 

Walter A. Zelnicker Supply Com- 
pany, St. Louis, Mo., has _ issued 
Bulletin No. 335 on steel bars. 

Herman H. Sticht & Company, New 
York, N. Y., have issued a bulletin, No. 
180, describing two types of the Model 
“D” Standco megohms. 
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The Brill “Renitent” Post con- 
struction is being specified today — 
as standard by many of the largest 


street railway systems because of 


its many advantages which greatly 


influence the comfort and con- 
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cant that the Philadelphia Rapid 
Transit Company specified “Reni- 
tent Posts” for its latest order of 
one hundred cars after a thorough 
trial on the five hundred and 
twenty cars placed in service in 
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